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ABSTRACT 
Over the past several decades, Hong Kong has been undergoing a 
dramatic transition from a manufacturing-based to service-based economy. 
This econormc restructuring has produced profound impacts on the city's 
employment structure and spatial structure, and, consequently, on the mobility 
of people. This research attempts to understand changes in mobility patterns in 
Hong Kong from a spatio-temporal perspective. Based on data compiled from 
the Travel Characteristic Survey, the research flrst identifies the changing 
patterns of mobility at the district level. Several indicators, including the 
number of daily trips, the length of commuting time, and distances among the 
trips, will be adopted for analysis. It then examines how changes in the 
mobility pattern are affected by the geographical shift of jobs and residence 
caused by employment restructuring and spatial reorganization at both 
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INTRODUCTION OF THIS STUDY 
This chapter aims to gtve a general understanding to the reader about this 
research. It discusses the general concept of the mobility, the role of job-housing 
relations and socio-economic factors, a brief introduction of time use allocation and 
economic restructuring. The objectives and the structure of this research are 
presented as well. 
1.2 General concept of the mobility 
Mobility is a crucial factor that people take into account when they adjust their 
daily activity patterns. Mobility refers to the ability of individuals to make trips for 
social and economic purposes in a time and cost that are satisfactory. It often 
assumes that an increase in the level of mobility benefits the society (Litman, 2003). 
Two measurements- commuting time or distance and the number of daily trips are 
widely used for evaluating the level of mobility. Vihelmson ( 1999) propositioned that 
the activity pattern reflected the use of time for different purposes at various places, 
and the travel behavior of individuals varies by activities and locations. In this 
perspective, three major factors swayed the mobility are the use of time, the urban 
structure and travel behavior, or so-cal1ed socio-economic and demographic factors. 
1.3 Tbe role of job-housing relations and socio-economic factors in mobility 
Commonly speaking, an understanding the level of mobility should be linked to 
the level of accessibility. Accessibility refers to the ability to reach desired goods, 
services, activities and destinations, and it is the ultimate goal of transportation 
network. To analyze accessibility is not an easy job, as it is affected by many factors. 
From home to work, several factors are combined together on influencing the way to 
destination, e.g. the location of jobs, the quality and cost of travel options that reach 
the workplace flexibly. Therefore, the urban structure and transport network are 
bound to the accessibility, and this, in turn, impacts the mobility pattern. 
Studies have paid attention to the relationship between socio-economic factors 
and the level and pattern of mobility. In terms of industry and job status, low skill 
occupations are associated with low mobility (Bemhardt el al. 2001 , Wheeler, 1967) 
and higher-status or high-income jobs can generate more trips (Potter, 1997; Douglas, 
1973; Levinson, 1995 & 1999). White-collar jobs are located nearer in CBD than 
blue-collar ones (Wheeler, 1967). Economic restructuring and social stratification 
Increase the flexibility of labor market and complicate the patterns of mobility 
(Protes and Hoffman, 2003). Family size is also linked to the frequency of shopping 
trips (Hensher, 1976). Trip frequency tends to be lower among elderly (Carp, 1970). 
Women commute shorter than men, but they shop more frequently than men and 
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therefore make more trips (Hanson and Hanson, 1980, McGuckin and Nakamoto, 
2004). Car owners have higher mobility (Potter, 1977, Kansky 1967). 
1.4 Time use allocation and mobility 
In geography of time, time use allocation refers to the length of time assigned 
for specific human activities occurred in different locations. This relates to spatial 
mobility and activity interactions. Everyday life embraces twenty-four hours, so it is 
worth to discover a sequence of activities performed by individuals at various places 
(Barker, 1963). The stream of activities in daily life is affected by the commuting 
time, choices of transportation, and the potential of generating trips, all related to 
mobility. 
1.5 Economic restructuring and mobility 
In line with the trend of globalization, urban economy is undergoing 
restructuring. In cities of developed countries, this 1s characterized by a 
transformation from a manufacturing economy into a serv1ce economy. 
Correspondingly, the strategies of the city planning are to relocate the old functions 
and seek the enough places for new functions so as to cope with the new economy. 
Old functions refer to the goods-manufacturing and goods-handling sectors, while 
the creation, exchange and use of information are regarded as new functions. The 
pattern and level of mobility become more complex by ever-changing of the urban 
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structure and global information flow. Under economic restructuring, jobs have been 
decentralized. This process broadens the discussion of spatial mismatch hypothesis 
initiated in the 1960s (Kain 1968). Studies on the impact of economic restructuring 
on mobility also concern a wide range of factors, including wages, occupation, 
transportation access, place-based variation In commuting and spatial access to 
employment. Studies conclude that economic restructuring influences not only the 
spatial factors such as the urban structure but also the socio-economic factors such as 
employment restructuring. Patterns and levels of mobility among social groups are 
expected to be diverged by the changes of spatial and social factors in the 
post-industrial cities. 
Up to now, most of the empirical studies on mobility are conducted in the 
context of western countries. Fewer researches focus on China and Hong Kong. This 
research, hence, attempts to discuss the case of Hong Kong where is experiencing a 
transformation into a post-industrial city. 
1.6 Focuses of the study 
Through the comprehensive analysis and statistical manipulation, this research 
is intended to achieve the following objectives: 
• To understand temporal and spatial patterns of mobility in Hong Kong in the 
context of post-industrialization 
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• To explore underlying factors influencing changes in the mobility patterns 
Economic situation is a broader factor which influences the rate of daily trips 
and the pattern of mobility. However, the relationship between mobility and 
economic development is context-dependent. The studies of mobility are mostly 
linked with human activity approach (Jones, 1990, Fox, 1995) and time geography 
(Hagerstrand, 1974) or so-called time use approach (Barker, 1963; Hagerstrand, 
1974). Drawing on the insights of existing studies, this research attempts to link 
changes in mobility patterns to the transformation of economic structure in Hong 
Kong. Daily travel patterns are analyzed through time uses 1n working and 
non-working. It also pays a particular attention to geographical shifts of economic 
activities and population at different scales. 
A full understanding of the issues of mobility in a city can also help to formulate 
a better land use policy. Meurs and Haaijer (2001) pointed out that the spatial 
structure and planning of the residential environment can explain mobility, and a 
better spatial planning contributes to minimizing the needs of mobility. Studying of 
the mobility pattern, land use and travel behavior in Hong Kong plays a significant 
role in formulating the structural spatial policy, so better urban planning and traffic 
management can be achieved. 
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With a high density of development, Hong Kong's case is help to understand 
how the mobility changes in a congested city. Meurs and Haaijer (200 1) proposed 
that the impact of spatial density and mixed land-use on the rates of mobility should 
be given a great deal of attention. 
In accordance with the purposes of this research, the following issues in the 
existing I iterature will be reviewed. 
Human spatial mobility 
Commuting behavior 
Spatial variations of activities, e.g. job-housing relations, spatial mismatch 
Human activity approach 
Time geography -time use theory 
Economic restructuring and post-industrial city 
Relationship between socioeconomic and demographic factor and mobility 
1. 7 Organization of the thesis 
Chapter one introduces the background and study objectives. Factors on mobility 
will be outlined. Chapter two reviews the researches on mobility, socio-economic 
factors , time allocation and economic restructuring. The ultimate purpose of this 
chapter is to develop an analytical framework for my empirical study. Chapter three 
discusses the methodological issues on the spatial and temporal variation of mobility. 
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Chapter four depicts spatial and temporal changes of mobility patterns. Chapter fi ve 
examines in details how economic and spatial restructurings in Hong Kong impact 
mobility. It will study three major geographical shifts, including a manufacturing 
shift from Hong Kong to mainland China, an economic activity shift from downtown 
to new towns, and a population flow from mainland China to Hong Kong. The 
consequences of these shifts on mobility will be discussed. Chapter six concludes the 
study by summarizing mobility trends under economic restructuring and addressing 
the mobility gap between the rich and poor groups. The academic and policy 
implications of this study will be discussed. 
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CHAPTER TWO 
MOBILITY, TIME ALLOCATION AND ECONOMIC 
RESTRUCTURING 
2.1 What is mobility? 
Mobility can be variously defmed in different disciplines. Social mobility 
generally studies the relationship between the starting point of a person's career and the 
point that the person has reached at the time of the analysis, and the social hierarchy of 
this person will be changed. It is common that a person who raises his occupational 
status will normally seek also to move up his social status (Lipset and Bendix, 1992). In 
transportation geography, mobility refers to the ability of individuals to make trips for 
social and economic purposes in a time and cost that are satisfactory. Many scholars 
attempted to study the spatial variations of mobility in different cities and found the 
reasons behind (Curry, 2002; Ommeren & Rietveld & Nijkamp, 2000; Naess, 2006). 
Vilhelmson ( 1999) also claimed that the freedom of mobility turns more or less into 
demanding necessity in the long run. Generally in economic and social aspects, mobility 
can be affected by a wide range of socio-demographic and spatial factors at different 
geographic scales. 
At the community scale, mobility can be affected by demographics, travel time, 
cost and access to alternative travel choice and also depended on the urban structure in a 
particular city. Pooley (1978) stated that all the people movement is mostly hindered by 
the urban structure, greater the accessibility in a city can enhance the mobility of people. 
Furthermore, the comprehensive information on personal records and the variations of 
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people movement are essential to interpret fully on urban structure. From the above 
statements, mobility is generally proved to be linked with socio-economic and spatial 
factors. In other words, a better spatial planning can provide a greater flexibility of daily 
movement, e.g. minimize traffic jam, enhance the accessibility within city, etc. 
At a city scale, what we cannot neglect is economic situation, since this salient 
factor can influence mobility significantly by socially polarizing income groups and by 
spatia11y reorganizing functional districts. The structural change of economic may 
segregate the employment sectors. The most important sectors such as banking and 
finance will be mostly found in the Central Business District (CBD). Less influencing 
sectors, like secondary production, will be mostly established in the urban periphery. 
Job segregation will also differentiate the commuting of people, so this may diversifY 
the mobility among people. Economic situation may somehow influence the job 
locations or even the whole urban structure. 
2.2 Socio-economic and demographic factor and mobility 
Technically, mobility can be measured by either two measurements, commuting 
time/distance and daily trips, which are commonly used in the literature to show the 
daily activity pattern. 
a) The impacts on commuting time/distance 
Commuting means the traveling between working and residential location, so 
any changes of job-housing such as job segregation by economic restructuring will in 
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turn influence the commuting pattern. The commuting time found from perilous 
researches was thus always linked with job-housing location and socio-economic factors , 
especially, like the gender influence, which the female was found to occupy some of the 
social space in 20 century. (Blumen and Kellerman, 1990; Gilbert 1998; Hanson and 
Pratt 1990, 1995; Johnston-Anumonwo 1 995; Kwan, 1999). It is comprehensive to find 
out how the underlying factors linked with commuting time and review the changes of 
commuting over the years. However, commuting is usually used for explaining travel 
behavior rather than daily travel pattern so called mobility . On the other hand, mobility 
estimated by commuting time/distances takes into account the trips between working 
and residential locations only and may therefore overlook those non-work trips. 
b) The impacts on daily trips 
On the other hand, daily trips are able to captures all journeys starting with 
leaving home and ending with returning home, and the trip purpose and linkage will al so 
be analyzed as well. For the reason of comprehensiveness, the number of daily trips can 
help to reveal the whole travel patterns, so this study adopts the number of daily trips 
including those business travels and non-business travels to measure mobility. 
Werner and Erhard (2001 ) defined mobility as a change of location, which is 
called a "trip" . A trip is embedded within a journey, starting with leaving the housing 
and ending with returning home. Since commuting time/distance only embraces the 
information of job-housing, it may underestimate the non-working pattern . Daily trips is 
thus the better measurement to manipulate the mobility pattern in this research, as the 
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literature of studying mobility used the rates of daily trips includes more components 
such as daily time use and non-walk trips rather only analyzing urban forms and socio-
economic factors. 
Besides overall daily trips, the studying of non-work trips has been taken an 
consideration in recent decade. Ragjmani, Bhat and Handy (2002) found that there has 
been relatively lesser attention on the influence of the built environment on nonwork 
travel such as Handy, 1992, etc .. In their paper, the federal highway administration on 
travel result report in Washington that non-work trips constitute about three-quarters of 
urban trips and represent an increasingly large proportion of peak period trips. Most 
importantly, the land use impacts on non-work trips have not been well investigated in 
earlier studies. Their results found that individuals in higher-income households tend to 
drive-alone to non-work activity sites compared with individuals in low-income 
households . 
As mentioned before, the job-housing factor, transport network and soclo-
economic factors are inevitably needed to be manifested by the analysis of mobility, but 
the issues of daily time use should be taken an attention to consider. Velhelmson ( 1999) 
stated that mobility is an essential factor that people take account when they adjust their 
daily activity pattern or so-called daily time use in this research. This extent of activity 
pattern expresses the use of time for different purposes at various places. 
1] 
2.3 Time allocation and mobility 
V ihelmson ( 1999) suggested that mobility or so-called human activity approach 
is rooted in time-geography into the analysis of spatial mobility and human interaction. 
Daily time use thus can help to study the mobility pattern. Economist, Beck er ( 1965), 
have developed a theory of allocation of time which proposed that individuals or 
households combine time and market goods to produce "commodities" . Feldman and 
Hornik ( 1981) also developed a framework for time allocation which simply composed 
of work and non-work hours. This time structure is also correlated to the mobility, since 
all the activities are limited at 24 hours daily. Therefore, people try to grasp the time to 
perform all their satisfying needs activities. Based on a dichotomous structure consisting 
work and non work hours suggested by Leldman and Hornik ( 1981 ), one more 
component, commuting hours occupying certain proportion a day, can be put together in 
time use structure, as follow: 
a) Commuting hours 
Commuting time means that a person travels from one origin to one destination 
by the means of any modes, and it will be influenced by several factors including spatial 
structure, socio-economic and demographic factors. Basically, if the working location of 
a particular person is accessible or nearby to his residential location, the commuting time 
will be shorten than another person working in farther or inaccessible area, assuming 
that two persons live in same location. High income groups or professional people can 
enjoy short commuting, as they afford to take those saving time of high cost modes, such 
as taxi and private cars. Gender may also affect the length of commuting time, since 
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male can have longer commuting time than female generally. Female commonly 
participates in dual role, they not only have to spare time on housework and caring 
children, so called household responsibility hypothesis, but also on working. They, in 
turn, prefer to choose relatively nearby jobs in order to save time, since their job 
turnover rate is high and the choices of job is flexible as well. 
b) Working hours (Work atjob) 
F eldman and Hornik ( 1981) defined that work is paid that enables the individual 
to acquire economic purchasing power through income. Principally, lengthening of 
working hours may shorten the non-working hours, the number of non-work trips will be 
sequentially minimized, keeping commuting time constant. The job types is the major 
element to directly influence the length of working hours, and Wolfbein (1958) found 
that the worker participating in American manufacturing normally worked overtime 
averaged between 2.5 and 3 hours as well. Feldman and Hornik (1981) also mentioned 
that socioeconomic and demographic characteristics such as sex, employment and age 
are closely related to the personal use of time, and family characteristics (size of house 
and family) found to have significant affect on the time spent at job (Hall and Schroeder, 
1970). Besides, occupation position influences the length of working time, e.g. managers 
are more work-oriented, whereas professional prefer vacations (Chunningham, Montoye, 
Metzner and Killer, 1970; Spreitzer, Snyder, and Larson, 1974). Income is an indicator 
of the resource available to the consumer in the choice of activities, Nanus and Abelman 
( 1973) found that lower income group spend more time at home than higher income 
groups. 
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c) Non-working hours (Necessities, Housework and Leisure) 
By the study ofF eldman and Homik ( 1981 ), necessities means the essential self 
maintenance activities, such as sleeping, eating, etc., the time spend on necessities is 
expected to be constant among all people. Same as the working hours, socioeconomic 
and demographic characteristics defmitely influence non-working hours. Genders should 
be the salient factor affecting housework hours, since women generally spend more time 
at home based on household responsibility hypothesis. Hawes, Talarzyk, and Blackwell 
(1975) discovered that women are more homogenous and intensive in their leisure-time 
interest. Social variables of class, status, education and family have consistently found to 
be related to leisure behavior (Kelly 1972). For the characteristics of family , presence 
and age of children and presence of a dog or cat are expected to have significant affect 
on non-working hours (Hall and Schroeder 1970). Psychologically, personality 
characteristics should be related to leisure activity preference, e.g. perceived freedom 
and the nature of motivation (Harward, 1976). However, the variables of personality 
characteristics are not available in this research, since determining a person personality 
is a subjective defmition and without any clear boundaries. 
d) Literature on time use theory and daily trips 
Wheeler (1972) had mentioned the trip purposes and urban activity linkages, and 
he found that multiple-purposed trips are most frequently appeared on business and 
commercial land uses. However, in the spatial interaction, this scholar only classified 
each area belongs to different types of trips accordingly, he did not explain the historical 
background of economic and structural factors of the city. He mentioned where CBD 
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and periphery area are, but the reasons of those areas belong to that function cannot be 
found in his research. Additionally, his study was mainly focused on the trip purposes 
and linkages, and the overall mobility pattern, city structure and socio-economic factors 
are somehow neglected, e.g. how they move from one place to another place. 
Levinsion and Kumar ( 1994) studied the temporal variations on the allocation of 
time, and worked out the temporal influence on the non-work trips. They found that 
people are working longer, shopping more on weekends. Time spent in travel on 
Saturday and Sunday is more than weekday. Also, time spent on busiest months like 
December is more than other months. They claimed that studying non-work trips is far 
more important than work trips nowadays, as non-work trips become a dominated 
component of daily trip decision. This research is bright on studying all the temporal 
variations on non-work trips, such a day of week and a month of year. However, this 
paper did not mention the structure factors, since it may also affect the number of non-
work trips. If individual lives or works in an accessible place, he may increase non-work 
trips. Most importantly, the socio-economic and demographic factors are seldom 
mentioned by the scholars. 
Another paper also written by Levinsion and Kumar in 1995 attempted to 
understand the daily allocation of time among different activities of individuals 
classified by work status and gender, so they took the socio-economic factors in 
consideration. They found that the households have more income but less non-work time 
to spend with. Also, the group working at home has higher rates of shopping trips per 
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person. Although this paper has been already mentioned a few of personal factors , the 
urban structure factor is still not considered. 
The relationship between the number of allocation of time against socio-
economic and demographic factors was mostly found in previous studies (Chapin and 
Hightower 1965, Chapin 1968, 1974). Pooley (1978) also claimed that the 
comprehensive information on personal records and variations of people movement are 
essential to fully interpret the urban structure. 
From the above literature on commuting and daily trips, most of them neglected 
to study the important issues of economic situation. Since the urban structure and job 
housing relations are closely interconnected to economic environment, the economic 
restructuring induced by globalization may fully alter the job distribution and 
employment pattern within city. Therefore, the factor of the economic situation is, at 
least, the ultimate cause of spatial restructuring so as to influence the commuting 
behavior within city, so this salient component should be included into analysis as well. 
2.4 Post-industrial restructuring and mobility 
a) Post-industrialization 
A clear international divis ion of labour is already persisted in the outbreak of 
World War II in 1939. Firms in leading core nations such as United Kingdom and Japan 
spend numerous amount of international direct investment by rapidly developing 
transnational corporations (TNC) in the developing countries~ in which were host to 65 
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per cent of total foreign direct investment (FDI) (Dicken, 2002). At the same time, new 
technology and many industrial technologies were improved and created in the process 
of World War Il, and United States emerged from the war strengthened her political and 
economic status over the world. Hence, the new beginning of the world economic 
system came out since 1945. 
Historically, most of the FDI tend to invest on natural resource-based sectors 
such as mining in developing countries, in which utilizes the superior and sufficient 
natural resources by the way of international division of labour. This has been shifted to 
emphasis on manufacturing industry in the early 1980s by the integral part of the rapid 
growth and internationalization of economic activity. In the post-war period, there is a 
very rapid growth of manufacturing trade, and both developed and developing countries 
host increasingly large proportion of total exports of manufacturing. Those 
manufacturing activities are mainly technologically more advanced sectors, large-
volume, medium-technology consumer goods industries and mass-production consumer 
goods. Specifically, Bell ( 1986) indicated that societies which were primarily extractive 
rather than fabricating would be classified as "pre-industrial"; the economy is based on 
agriculture, mining, fishing, timber and other resources such as natural gas or oil. An 
industrial sector is primarily fabricating, using energy and machine technology, for 
manufacture of goods. In other words, most of the developing countries have been 
transformed itself from pre-industrial to industrial sectors, such as China. 
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In this period, TNCs invest a bulk of FDI in manufacturing sectors as well as 
help to transform the world economy. There is a very rapid growth of manufacturing 
trade, and both developed and developing countries host increasingly large proportion of 
total exports of manufacturing. The changes is significant in developing countries 
accounted for 20 per cent in 1960 to more than 50 percent in 1997 (Dicken, 2002). In 
this way, some developing countries such as East Asian economies have become 
significant manufacturing producers. This is a significant trade region, and over one-
quarter of Asia' s external trades goes to North America and about 17 per cent to 
Western Europe. 
Technology is the major engine to speed up the pace of globalization. It makes 
new structures, new organizational and geographical arrangements of economic 
activates, new products and new process so as to create a new economy. The 
development of information and communications technologies (ICT) can improve the 
communications technologies that help to extensive diffuse innovations and knowledge 
over the world. This kind of technologies can be so-cal1ed "space-shrinking" technology 
which can overcome the frictions of space and time contributing to the expansion of 
globalization. The improvement of transportation and communications system means 
which materials and other tangible good can be transferred from place to place, and the 
information can be transmitted from one place to another place. Therefore, these 
technologies are inevitability contributed those TNCs setting up manufacturing facilities 
in low cost developing countries while remaining a bulk of technology-creating 
activities in their home countries or in the potential advanced industrialized countries. 
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On the other hand, the advanced technologies can facilitate the a significant 
growth of commercial, fmancial and business services which are tend to be much more 
strongly developed in industrialized economies. The commercia] services are found to 
have speedy expansion in international trade, especially for telecommunications, 
financial services, management, advertising, professional and technical services. In the 
whole global economic map, Dickson (2002) defined that North America and Western 
Europe have a substantial surplus in services trade compared with their deficits in 
manufacturing whereas Asia can be found a substantial deficits in services but 
manufacturing surpluses. Only two exceptional regions in Asia, Singapore and Hong 
Kong, have prolonged surp Ius in services trade but others sectors deficits . In certain 
extent, the above two regions can be distinguished as "industrialized" rather than 
"industrializing" in the East Asian newly industrializing economies, since their per 
capita GNP is enough higher than the western countries, e.g. Italy, United Kingdom and 
Canada. 
From the above analysis, it is clear some countries have been transforming itself 
from industry sector to post-industria] in the early 1980s. Bell ( 1986) specificalJy 
defmed that a post-industrial sector is one of processing in which telecommunications 
and computers are strategic for the exchange of information and knowledge. Clearly, 
industrial society is supported by machine technology while post-industry is mainly 
bound to intellectual technology. The major inputs of industrial society are labor and 
capital with the comparison of post-industry, using information and knowledge. In other 
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words, the social organization will be varied by contrasting the economic features of 
above two. Besides the focus of intellectual technology, dominance of service sectors is 
another trait of post industrial society. Pacione (2003) also mentioned the principal 
characteristics of post-industrial city are the changes in the economy leading to a focus 
on the services sector rather than on manufacturing; changes in the social structure that 
afford greater power and status to professional and technological workers; changes in 
the knowledge base, with greater emphasis on R&D; a greater concern for the impact of 
technological change; the advent of advanced information systems and intellectual. For 
that reason, economic restructuring may vary social structure, employment sector and 
technology level, so these changes will in turn diversity the mobility of people. 
In micro scale, a very unique city, Hong Kong, is worth to examine in depth, 
since this city has been going through the process of post-industrialization during rapid 
economic restructuring. The close relationship both in physical environment and 
political status with China helps to relocate bulk of manufacturing facilities to her 
motherland which adopted open door policy in 1978. Therefore, Hong Kong is easily 
transforming itself to fmancial and service centre by those kinds of opportunities. 
Economic restructuring has not only impact on the development of Hong Kong; it also 
influences the urban planning. Furthermore, others evidences can be found by the great 
spatial mobility of people between the South china region and Hong Kong. In the 1981 
census, an overwhelming majority of people were from Chinese mainland particularly 
Guangdong Providences. Thus, Hong Kong has been role as a main source of 
immigrants upon its hinterland in the South china region. This influx of immigrants can 
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provide a vast low skill labour to Hong Kong to further boost up the econom1c 
development. 
(b) Spatial and social impacts 
Since the late 1970s, economic restructuring caused deindustrialization and 
higher rates of unemployment, this shock has affected many cities m the world, 
especially in the old industrial regions (Massey and Meegan, 1978, Martin et al. , 1 986; 
Goe et al. , 1991) and accelerated many local governments to pay extra attention on 
economic development. 
Those post industrial societies will sequentia11y develop an appropriate structure 
for the building up compunications network of digital information that can be able to 
face with the coming of post-industrial era. Bell (1 986) stated that the first infrastructure 
urged to be built is transportation including roads, canals, rail and air in the purpose of 
transporting goods and people. The second infrastructure is energy utilities and followed 
by the telecommunications. As a result, the past urban planning is unable to cope with 
the chal1enge of new economic structure environment, so the new urban planning is 
employed to promote the economic development. These policies are included provision 
of different types of land and buildings, monitoring and registration of vacant properties. 
(Sellgren, 1991 ). These spatial changes of district functions have been shaping the 
people mobility under economic restructuring. 
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Furthermore, the commuting in restructuring urban regions changes a lot since 
the process of globalization (Fainstein et al., 1992), since most of the cities have been 
changed from mononodailty of the pre-Wor1d War II city to a dispersed or m uti-centred 
urban region (Clark and Kuijpers, 1994 ). In the past, transport was only well-developed 
in the high hierarchy of business centres or so-called CBD in single-centred cities. 
Beginning in the 1980s, cities initially emerged new urban forms which are mulinodal or 
polycentric structures to replace the old urban form and solve the inefficiencies of old 
urban such as traffic jam. Caste lis ( 1989) and Barras ( 1987) argued that the new 
microelectronic technology will continue to change the production process to the point 
where a further decentralization of production can be found and the "work places" will 
be further deemphasized the old urban order and strengthen the impetus to 
deurbanisation. Generally, decentralization can increase flexibility of people movement 
and enhance the flexible of home-work relationship. (Wardwell, 1 980; Clark and 
Kuijpers, 1 994) 
From all above the facts , economic restructuring influenced the job distribution 
and even the whole pattern of mobility. Clark and Kuijpers (1994) found that the 
restructuring increasing flexibility in location which has been generated by the new 
technologies. Moreover, new microelectronic technology will continue to change the 
production process to the point where there will be a further decentralization of 
production and where work place will be ubiquitous which will further deemphasize the 
old urban order and strengthen the deurbanization . (Castells, 1989; Barras, 1987).Scott 
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and Storper ( 1986) suggested that new restructuring and urban form will generate large-
scale changes in the associated patterns of population distribution and location. 
Beside urban forms, the post-industrial city will change the social structure, it 
may generate new patterns of social fragmentation, segregation and polarization, most 
evidence on a growing gap between rich and poor (Pacione, 2003). Dicken (2002) even 
discussed the group of "loser" in the process of economic restructuring. Since 1960s, the 
whole employment sector has been rapidly transformed from manufacturing to service 
sector especially in de-industrialized and developed countries, or so-called post-
industrial region. These new service jobs have been criticized as poorly paid, low-skilled, 
part-time and insecure, at least, compared with the kinds of jobs in manufacturing that 
the common problems of the developed countries. On the other hand, it can be found 
that most of the workers translated to longer working hours as well as under stress to 
finish their jobs plus the job of the laid-off workers. Juliet Schor ( 1992) also mentioned 
that increasing working hours are spent on working while diminishing the hours at home 
under economic restructuring. In figure , she found that the employees worked more 167 
hours in 1987 than in 1969. 
The second major structural change in the labour markets in development is the 
increasingly participation of women. In all developed countries, women change 
themselves to dual role, housework and outside job. Nevertheless, women can not only 
provide a vast labour source in manufacturing sector, but their importance is also far 
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higher in service sector. They mostly work in part-time job so as to flexibility cope with 
other housework, the economic restructuring is totally varied the employment structure. 
The third significant phenomenon in post-industrial city is income disparity. 
Dicksen (2002) discovered the evidences in USA that the growth in inequality is a result 
of a shift of income to capital income, and this, hence, grows dispersion among wage 
earners from 1977 to 1995. Mostly important, United States and United Kingdom have a 
adjustment to the bottom segments of the population, in which further lowers their 
wages. It is inevitable to widen the income inequality. 
In general, several phenomenons such as spatial changes in district functions, 
income inequality, longer working hours and changes in working-housing locations 
induced by the process of economic restructuring have been changing the mobility of 
people or even their behavior on making trips. Have mentioned before, Hong Kong, will 
be taken to manipulate mobility under economic restructuring. Several facts show that 
the socio-economic and spatial factors have been changing over the period of economic 
restructuring. Tang and Tang ( 1999) stated that the increased relocation of industrial 
activities to Southern China has led to a significantly drop in demand for traditional 
flatted factory premises within the congested industrial districts such as Sham Shui Po 
and Kwai Tsing. Besides the changes of urban form under economic restructuring, some 
socio-economic factors have also been changing during this period. Zhang, Zhao and Sit 
(2004) found that the economic restructuring kept widening the income gap in Hong 
Kong. This dramatically changes of socio-economic factors with the absence of 
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appropriate government actions in the period of 1981-2002. The economic restructuring 
is inevitably affect the urban structure and socio-economic factors, it thus affects the 
urban mobility as well, so the land use impacts of economic restructuring in Hong Kong 
can be taken into consideration and to examine the mobility variations. 
2.5 Framework for mobility pattern 
From Fig 2.1 , three major parts, urban structure (pink), allocation of time (green) 
and socio-economic factors (blue) are clearly related to the variation of mobility. 
Government policies will hatch up the whole urban structure in responsive to different 
economic situations (purple) in Hong Kong and decide what functions to be embraced in 
a particular district, self-contained, mixed functions including residential, working and 
social areas. These may affect our choices of residential and working location, as most 
of the residents prefer to live in most accessible districts. 
Urban structure can directly influence personal allocation of time, since living or 
working in an accessible district can help us to save commuting time and have more 
trips. Nevertheless, there is an exceptional case that if the residents stay in multi-
functional districts with different purposes, most of their wants such as commercials, 
recreation and entertainments, can be fulfilled within these particular zones . This group 
of residents may result in keeping their number of daily trips at the same level. 
Commuting time, working hours and non-working hours are the three basic 
components of personal allocation of time. Everyone only has 24-hour per day, so 
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increasing the amount of one component may decrease the time in other two components. 
If working hours are lengthened, it may shrink the amount of non-working hours and 
people need to fmd a closer place for entertainment so as to minimize the commuting 
time. The trend on recent decades in Hong Kong is that most of the employees have 
been gradually working overtime over the years. The studies of overtime hours can be 
traced back to early 50s, since Wolfbein (1958) collected the data from Labor' s Bureau 
of Labor Statistics in America to manipulate the length of the workweek in considerable 
industrial and geographical details. According to the allocation of time, commuting time 
may be kept constant while the non-working hours are flexibly adjusted to accommodate 
the changes of working hours. 
Undoubtedly, socio-economics factors may influence the number of daily trips. 
Taking income as an example, the higher income level, the more daily trips people take 
(Douglas, 1973 ; Levin son, 1995 & 1999). This positive relationship had been proven in 
many previous literatures. This is because high income group can afford to own a private 
car (sometime maybe more than one car), this can help them to access anywhere with 
door to door easily. Their number of daily trips is slightly higher than that of lower 
income group. High status jobs can have higher trips rate than low skill occupation 
(Bemhardt el al. 200 1, Wheeler, 1967) In addition, high professional job is common to 
work overtime, e.g. lawyers, accountants, engineers, etc., it may contribute to diminish 
their non-working hours or trips. Accordingly, personal allocation of time differs each 
other under the influences of socio-economics factors. Moreover, elderly are used to 

















































































































working women can generate more trip frequencies than man ( Hanson and Hanson, 
1980; McGuckin and Nakamoto, 2004 ). 
As mentioned before, mobility is a dynamics term. The better way to study it is 
to review the economic changing over years. At that time, we can look at the economic 
restructuring at the late 1970 and see how this restructuring will affect the urban forms 




3.1 Data collection 
To study human daily activity pattern including time use, a comprehensive travel 
pattern dataset is needed in this research. Thus, Travel Characteristics Study (TCS) 1992 
and 2002 can help for studying the variations of mobility pattern in Hong Kong, which 
were requested from Transport Department (TD). In 1992, MV A Asia Limited (the 
Consultants) was commissioned by the TD to collect and process TCS, and the data 
items of the successful interviews mainly include demographic (personal and household) 
and socio-economic factors, trip making profile, mode choice profile and vehicle type 
ownership profile. On the other hand, Arup - Wilbur Smith N (the consultants) were 
commissioned by the TD to undertake the TCS in 2002. The key objectives of this Study 
are to design and manage the collection of up-to-date travel characteristics data and 
information; to carry out the necessary data analysis and reports the findings and 
recommendations on the basis of the analysis data; and to provide an up-to-date travel 
characteristics database to facilitate better transport planning in all future territorial and 
sub-regional transport planning and studies. 
The TCS surveys were devised to collect updated and comprehensive travel 
characteristics data including daily time use pattern and a full coverage of 
socio-economic factors for the purpose of understanding of the public 's views and 
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attitudes towards the transport system for transport planning purpose. In this research, 
the employed people and work-based trips will only be considered, as this can further 
understand how the employment restructuring influence the mobility pattern. The total 
sample size of having jobs 1992 and 2002 is 25071 and 30408 respondents respectively . 
TCS surveys can provide a comprehensive daily pattern to study the mobility 
pattern in Hong Kong, but there are some limitations within these two datasets. First, the 
respondents of these two datasets are not the same, so it may little bit influence the data 
result. Furthermore, the data of part-time job is not available for analyzing how the job 
characteristics affect the daily trips as well as time use. Thirdly, demographical 
expansion approach which is used by Transport Department in the 2002 survey aims at 
providing a more realistic data result, but all of this kind of results are excluded some 
under-reported trips, such as walk-only trips and minor mode trips. Have mentioned 
above, walk only trips should be played a part of this research also, since walking is an 
integral part of daily mobility for different groups of the population (Wemer and Erhard, 
2001 ). In order not to split off the walking trips, in which may underestimate the 
mobility pattern, the demographical expansion approach will not be used in this research . 
Finally, the size and the information of 1992 dataset can not be compared with the 2002 
survey which is more comprehensive one; nevertheless, the proportion for different 
groups of the population is quite similar between the dataset of 1992 and 2002 . The 
age group in 1992 dataset is mainly focused on age between 12-44 and neglected the age 
above 44 a bit. This may have structural differences from the dataset of 2002, but this 
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kind of dissimilarity does not much affect the research outcomes such as the description 
of mobility changes. 
Another two datasets are "Quarterly Report of Employment and Vacancies 
Statistics" (SEV) in 1992 and 2002 respectively, which were recorded from Census 
Department. These datasets can provide the following eight sectors with all units of TPU 
in Hong Kong:-
1. Mining and quarrying 
2. Manufacturing 
3. Electricity and gas 
4. Construction sties (manual workers only) 
5. Wholesale, retail and import and export trades, restaurants and hotels 
6. Transport, storage and communications 
7. Financing, insurance, real estate 
8. Community, social and personal services 
Through the above variables including eight sectors variables and spatial factors 
(TPUs), this can help to fmd out the not only the overall employment restructuring, but 
also the changes of spatial variation of district function from 1992 to 2002. 
3.2 Data process and manipulation 
With the sufficient datasets of TCSs and SEV s, the study area of this research, 
Hong Kong, can be divided into three macro regions which are Hong Kong Island, 
Kowloon and New Territories, and 18 District Council (DC) districts which are Central 
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& Western, Wanchai, Eastern, Southern, Sham Shui Po, Kowloon City, Wong Tai Sin, 
Kwun Tong, Yau Tsim Mong, Kwai Tsing, Tsuen Wan, Tuen Mun, Yuen Long, North, 
Tai Po, Shatin, Sai Kung and Island in order to study two different levels of spatial 
variations under economic restructuring. In macro scale, this is preliminary to capture 
the basic overall changes of both commuting and employment sector, and see how the 
jobs and housing from Hong Kong Island and Kowloon has been decentralized to New 
Territories. In micro scale, this can contribute to further examine the internal changes of 
job-housing from district to district, these variations can be proven by the facts of 
decentralization and policentricity, e.g. jobs and population has been decentralizing from 
Central & Western to Wanchai, Eastern and Southern over the years, etc.. The 
relationship between mobility pattern and job-housing variation under economic 
restructuring in two levels can be further examined. Besides two scales, this research 
will also study the moving out of HK manufactories to China Pearl River Delta (PRD), 
the job and employment restructure in regional scale, hence, will also be manipulated. 
SPSS will be adopted in this research, which is widely used Statistical Package for 
the Social Sciences, was used for combining the data base files (db f) and analyzing how 
the silent factors such as socio-economic factors influence the mobility in Hong Kong. 
Lots of technical works of this research were spent on defining variables in TCSs and 
processing out the time use pattern including work, commuting and non-work hours, 
since the original version is without any variable names defined and provided only the 
exact time of the activities start and end. With the aids of SPSS, several statistical 
models will be manipulated as follows:-
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As the objectives of this research are to analyze which underlying facts are 
correlated to the daily trips, the correlation analysis can be employed to manipulate this 
question. The coefficient correlation will be given to provide the strengtheners among 
the variables, and whether the variables are significantly positive or negative correlated. 
3.3 Data variables 
To study the relationship between mobility pattern and economic restructuring, 
several salient variables in 1992 and 2002 will be used to manipulate the temporal 
variation. Spatial factors which include job and housing locations of the group having 
jobs in 3 macro regions and 18 districts will be used to analyze the spatial variations. 
Furthermore, these spatial factors of TCSs and SEV can facilitate to study the 
decentralization and population re-distribution. Personal characteristics consist of gender, 
age, marrtage status, household size, job types and position, income range and car 
ownership, in which affect both spatial factors and mobility pattern. Job types and 
position and income can also be employed to prove the social segregation and income 
inequality which is the negative outcome of economic restructuring. Have mentioned in 
Chapter 2, spatial factors and personal characteristics will influence the personal time 
use, so three variables of time use- working, commuting and non-working hours will be 
used. Commuting time is the one of the measurements of mobility and it will be varied 
by the changes of spatial and personal factors in post-industrial period. The length of 
working hours would have some changes by the employment restructuring, as most of 
the low rank job has been shifted from full time to part time. These kinds of variables, 
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somehow, will shape the mobility pattern or so-called daily trips which is the major 
measurement in this research. 
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CHAPTER FOUR 
MOBILITY PATTERN IN HONG KONG 
4.1 Case Background in Hong Kong 
Economic restructuring induced deindustrialization has structured many cities in 
the world since the late 1970s, especially in old industrial regions. The old urban forms 
were unable to cope with the new challenge of the restructuring market, so the 
Government was keen to shape the inner urban structure and function from industrial to 
financial and help promote the urban decentralization. Many literature found that a long-
drawn-out restructuring from the urban structure from the mono-nodality to a dispersed 
or multi-centered urban region (Castell, 1989, Fishman, 1990, Kumar and Richardson 
1989). This prolonged restructuring of urban forms and employment sector must figure 
out a new mobility pattern of residents, including new flexible choices of living and 
working location. 
In Hong Kong, the outbreak of economic restructuring is mainly due to the 
adoption of the 'open door' policy in China since 1978. An enormous Hong Kong 
industries has been gradually moving northward in order to seek for cheaper tabors and 
location, in which China is an ideal place for setting up a manufactory by means of 
abundant tabor and land with low cost. Hong Kong has lost its major manufacturing 
position in the Asia, but it was rapidly transforming itself into a fmancial and service 
centre to cope with the new restructuring challenge through the practice of 
comprehensive urban planning, e.g. increased the demand of office building attributable 
to the rapid decline of old urban districts, etc. 
The second stage of economic restructuring could be found in the late 1990s, as 
the globalization process denotes the transnationalization of economic activities. This 
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practice would shift the business and production from local to global operations and 
restructuring the global economy. The headquarters are mostly established in world 
cities such as Hong Kong, so those productions requiring semi-skilled and unskilled 
labor are relocated to industrialized countries (Zhao and Zhang, 2005). During the 
process of globalization, the influx of new technologies helps to scale down the distance 
and time among countries contributing the have better global business management. The 
tertiary sector of Hong Kong has, hence, increased the number of high professional 
services jobs. Barras ( 1987) argued that the new microelectronic technology would 
strengthen the decentralization of production process, and the workplaces would become 
ubiquitous that further deemphasize the old urban order and drive the city into de-
urbanization. 
This chapter mainly focuses on the changes of employment sector and urban 
forms before/after the period of second stage of economic restructuring, and manipulates 
how the urban, employment and even the socio-economic factors restructuring affect the 
mobility pattern. There is increasing agreement that the globalization is not only 
influencing the employment sector, but also the spatial structure as well (Hodge, 1992; 
Fainstein, 1992). Quarterly Report of Employment and Vacancies Statistics in 1991 and 
2001 will be adopted to see not only how the employment sector shifted from secondary 
to tertiary sector, but also the changes of district functions. Additionally, Travel 
Characteristics Study (TCS) 1992 and 2002 can help to understand the relationship 
between the changes of those elements and mobility pattern including commuting time 
and daily trips. 
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4.2 The changes of employment sector by regions/districts 
In Table 4.1 , most of the jobs have been decentralized from centre to new town, 
it can be proven by the facts that secondary and tertiary sector of Kowloon, and the 
secondary sector of Hong Kong has decreased the number of employment. At the same 
time, the percentage of secondary and tertiary sector in New Territories is increased, 
most notably in tertiary sector. Besides of the urban form restructuring, the rising 
percentage from 65.57 to 67.35 of tertiary sector can verify that Hong Kong has been 
transforming to service sector at the same time as the decreasing number of people 
engaged in secondary sector. 





-.- - .. 
1992 2002 1992 2002 1992 2002 
Primary Sector ( o/o) Secondary Sector ( o/o) Tertiary Sector (o/o) 
Hong Kong 0.00 0.00 7.70 6.98 22.85 25 .28 Island 
Kowloon 0.00 0.00 16.67 14.11 27.35 22.3 1 
New Territories 0.00 0.00 10.05 11.56 15.37 19.77 
Total 0.01 0.01 34.42 32.64 65.57 67.35 
Source: Quarterly Report of Employment and Vacancies Statistics 
Besides of the employment sector changes in three macro regions , 18 District 
Council (DC) districts belongs to particular region can also be considered. Thus, this can 
facilitate to know more details of internal population mobility and district functions 
variation. In Table 4.2, it shows the percentage of working population of three sectors in 
18 districts between 1991 and 2001. In Hong Kong Island, Central and Western and 
W anchai can be found a falling percentage of secondary sector and increasing 
percentage of Tertiary sector, since it is not surprisingly that these two districts are 
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generally regarded as maJOr financial centre in Hong Kong. Under econorrnc 
restructuring, jobs become mobile and flexible, and these will be decentralized from 
centre to periphery districts with the expansion of transport network by new urban 
planning. This phenomenon can be further explained by the information that both of the 
secondary and tertiary sectors in Eastern have been increasing from 1991 to 2002, as the 
Central and Western and Wanchai spread out a number of jobs to Eastern. The transport 
network in Southern is under developed and hence inaccessible, so it is initiated a both 
decreasing percentage of secondary and tertiary sector. 
In Kow loon, the percentage of secondary sector in almost districts is decreased 
from 1991 to 2001, except Kwun Tong. Yau Tsim Mong is the centre of Kowloon, the 
number of people engaged in tertiary sector has been enlarging from 9.27% to 9.44%. 
On the other hand, the rest of the districts are experiencing the downward percentage of 
tertiary sector. Nearly all the districts in Kowloon has negative growth rate in both 
secondary and tertiary sector, especially in older industrial districts such as Sham Shui 
Po and Wong Tai Sin. 
The districts in Hong Kong Island and Kowloon have a maJor decline of 
manufacturing jobs, but the jobs has a growth rate in some area of New Territories, 
especially in Sha Tin increased from 1.37% to 2.39%. Other areas such as Kwai Tsing, 
Tsuen Wan, Tuen Mun, Sai Kung and Islands have also a little bit increase of secondary 
sector but decreasing percentage of tertiary sector in first two districts. There is a 
significant growth in tertiary employment in many districts; especially Tuen Mun and 
Shatin are growing much faster, so this can be revealed that tertiary jobs are 
decentralized to New Territories from Kowloon and even Hong Kong Island. 
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Table 4.2: The percentage of working population in 18 districts between 1991 and 2001 
1992 2002 1992 2002 1992 2002 
Primary Sector (o/o) Secondary Sector (%) Tertiary Sector (%) 
Central and 0.00 0.00 2.80 2.28 9.95 10.93 Western 
Wanchai 0.00 0.00 1.91 1.65 7.45 7.66 
Eastern 0.00 0.00 2.19 2.59 4.10 5.94 
Southern 0.00 0.00 0.79 0.46 1.35 0.76 
Yau Tsim Mong 0.00 0.00 5.28 4.09 9.27 9.44 
Shum Shui Po 0.00 0.00 2.94 2.50 4.86 4.28 
Kowloon City 0.00 0.00 2.54 1.52 5.12 2.92 
Wong Tai Sin 0.00 0.00 1.60 1.26 2.10 1.65 
Kwun tong 0.00 0.00 4.31 4.73 6.01 4.02 
Kwai Tsing 0.00 0.00 3.37 3.55 4.65 3.15 
Tsuen Wan 0.00 0.00 2.17 2.23 2.89 2.17 
Tuen Mun 0.00 0.00 1.09 1. 11 1.75 3.22 
Yuen Long 0.00 0.00 0.74 0.64 1.23 1.93 
North 0.00 0.00 0.37 0.41 0.63 1.12 
TaiPo 0.00 0.00 0.68 0.67 1.06 1.18 
Shatin 0.00 0.00 1.37 2.39 2.55 3.98 
Sai Kung 0.00 0.00 0.15 0.28 0.43 1.25 
Islands 0.00 0.00 0.10 0.29 0.20 1.77 
Total 0.01 0.01 34.42 32.64 65.57 67.35 
Source: Quarterly Report of Employment and Vacancies Statistics 
In general, the above figures are reflected there has been a decentralization of 
manufactories and office employment from the main urban area to outer area, e.g. New 
Territories. A few of particular centre including Central and western, Wanchai, Yau 
Tsim Mong, Shatin are experiencing a growth of tertiary employment from 1991 to 2001. 
Y eh ( 1997) mentioned that the office industry is still highly concentrated in the main 
urban area during 1986-1994, and Eastern, Southern, Kowloon City, and Kwun Tong 
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have higher growth rates than the territorial growth rate. Compared to the figure in 2001, 
the latter three regions has a large decreasing percentage of tertiary sector, the urban 
forms and employment sector, thus, can be interpreted to have an certain internal 
transformation from 1991 to 2001. Have mentioned in Chapter 2, the restructuring of 
urban forms and employment sector would somehow shape the mobility pattern of 
residents, so the following part will adopt TCS 1992 and 2002 to discuss those 
relationships in depth. 
4.3 Temporal Change of mobility pattern 
Table 4.3: The changes of trip number of all respondents and working group between 
1992 and 2002 
1992 2002 
Commuting Time1 (mins) 
All People 














Economic restructuring induced the changes of urban forms and employment, 
these kinds of changes would consequently vary the mobility pattern including number 
of daily trips and commuting time of Hong Kong people. Gordon, Kumar and Richarson 
( 1989) suggested that the clustered manufacturing activities at decentralized 
employment centers would help to minimize the commuting time, since the workers can 
choose the favorably workplaces nearby their home. In Table 4.3, it showed the 
temporal change of mobility pattern between 1992 and 2002. The number of daily trips 
1 Commuting time: traveling time between workplace and home. 
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is increased from 2.25 to 2. 72 with a growth rate of 21 %. Commuting time means the 
traveling time spent between living and working location, so the working people will 
only be considered. It is decreased from 44.5 to 43 .5 minutes, and the trip number has a 
growth rate of 17.1 o/o. Since the one minute decline of commuting time is not significant, 
the counting up of over 20,000 respondents is accounted for more than 20,000 minutes. 
Behind the facts, it is also not an easy job for Government to improve transport network 
in the purpose of minimizing few minutes of all working people commuting time. This 
one minute decline also reflected that a certain group of working people can have 
preferably more than one minute decline while the commuting of minority groups may 
be even enlarged. In the following part, only working people will be adopted to show the 
mobility pattern, as it can also discuss the changes of job housing relation, commuting 
time and other socio-economic factors such as income by the influences of economic 
restructuring. 
4.4 Spatial Change 
a) Three Macro regions 
Table 4.4: the changes of mobility pattern in three macro regions by living location 
1992 2002 1992 2002 1992 2002 
No. of respondents (o/o) Commuting Time (mins) Trip Number 
Hong Kong 26.66 17.38 39.6 36.1 2.28 2.71 Island 
Kowloon 33.69 28.22 41.4 39.0 2.30 2.68 
New Territories 39.65 54.40 50.5 48.1 2.26 2.66 
Total 100.00 100.00 44.5 43 .5 2.28 2.68 
Source: Travel Characteristics Study 1992 and 2002 
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[n the above figure, the living loca6on is decentralized to New Territories under 
a various kinds of new town development which increased from 39.65o/o to 54.40%., 
whereas Hong Kong Island and Kowloon have a turn down percentage of residents. 
Have mentioned in Part 4.3, some groups may be preferable upward or downward of 
mobility. Clearly, living in Hong Kong Island can have lowest commuting time and 
highest trip number, and the growth rate is much faster as well. The residents in New 
Territories have comparatively downward of mobility, obtaining longest commuting 
time and lowest trip number. This can be explained that the transport network is well-
developed in Hong Kong Island and Kowloon than New Territories . 
Table 4.5: the changes of mobility pattern in three macro regions by working location 
1992 2002 1992 2002 1992 2002 
No. of respondents (o/o) Commuting Time (mins) Trip Number 
Hong Kong 33 .87 28.53 42.7 45.0 2.31 2.77 Island 
Kowloon 41.11 35.49 43.4 42.5 2.26 2.69 
New Territories 25.02 35.98 48.9 43.1 2.26 2.57 
Total 100.00 100.00 44.5 43.5 2.28 2.68 
Source: Travel Characteristics Study 1992 and 2002 
The mobility pattern of working location is quite different from living location. 
The decline rate of people working in Hong Kong Island and Kow loon is not much, as 
many secondary and tertiary sectors are still in above two regions discussed in Part 4.2. 
New Territories is experiencing a expansion rate from 25.02% to 35.98 by the job 
decentralization. The differences of commuting time between 3 regions are insignificant. 
when the range is 2 rrilnutes. Working in New Territories can have a shortest 
commuting time while longest commuting time group is found in Hong Kong Island. 
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Same as the living location, Hong Kong island working group can have highest daily 
trips, as jobs in this region are mostly services sector inducing more work trips generated. 
Also, more non-work trips can be generated in this muti-function region. It can be 
concluded that living and working in Hong Kong Island can have comparatively higher 
daily trips. 
b) 18 Districts 
Table 4. 6: the changes of mobility pattern in 18 districts by living location 
1992 2002 1992 2002 1992 2002 
No. of respondents (%) Commuting Time (mins) Trip Number 
Central and 4.74 3.70 40.5 32.71 2.25 2.8 Western 
Wanchai 4.41 1.36 38.6 29.25 2.31 2.7 
Eastern 11.74 3.70 38.0 36.81 2.30 2.6 
Southern 5.82 3.70 42.9 39.84 2.22 2.9 
Y au Tsim Mong 3.27 3.51 39.6 30.78 2.30 2.6 
Kowloon City 6.79 10.02 40.2 39.67 2.25 2.7 
Sham Shui Po 5.44 4.39 40.3 33.89 2.44 2.6 
Kwun Tong 9.14 9.23 42.2 43.53 2.34 2.7 
Wong Tai Sin 9.07 1.08 42.8 42.54 2.22 2.7 
Tsuen Wan 4.34 8.75 47.3 41 .06 2.28 2.5 
Kwai Tsing 7.91 3.13 45.6 40.50 2.23 2.6 
TuenMun 5.53 8.01 53.6 50.47 2.29 2.7 
Yuen Long 2.31 8.40 55.4 49.98 2.26 2.7 
North 3.17 3.86 58.6 51.94 2.23 2.5 
Tai Po 3.92 4.43 50.4 50.00 2.23 2.6 
Shatin 9.98 10.25 49.7 50.55 2.28 2. 8 
Sai Kung 2.04 5.82 52.2 45.24 2.27 2.8 
Islands 0.39 1.69 58.7 58.25 2.15 2. 8 
Total 100.00 100.00 44.5 43.5 2.28 2.66 
Source: Travel Characteristics Study 1992 and 2002 
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In the above figure, it shows that the living location is decentralized to New 
Territories, especially in Tsuen Wan, Tuen Mun, Yuen Long, Sai Kung, but their 
commuting time are comparatively higher than other districts. The range of commuting 
time between their living places and the lowest commuting time district is over 10 
minutes. On the other hand, all districts of Hong Kong Island comprise a decline rate of 
living location. They mostly have shorter commuting time and higher daily trips, as the 
shortest commuting time and highest daily trips of all districts can be found in Wanchai 
and Southern respectively, which are 29.25 minutes and 2.9 trips rate. There are no 
much changes of the living location in Kowloon, except Kowloon city and Wong Tai 
Sin. A large group of resident comes into Kowloon city whereas Wong Tai Sin has a 
faster decline rate of living location. Living in Yau Tsim Mong can also have shorter 
commuting time, given that these are located in the heart of Hong Kong, which can 
easily access to New Territories and Hong Kong Island. 
The changing percentage of respondent working location is quite the same as the 
figure of SEV (Table 4.2), this can in turn to focus on mobility pattern. Different from 
18 living location, working in Hong Kong Island mostly has over 40 minutes of 
commuting time, longest one found in Wanchai (Table 4.7) while living in Wanchai can 
have shortest commuting time (Table 4.6). On the other hand, people working in Yau 
Tsim Mong also contain comparatively longer commuting time to other districts In 
Kowloon. In New Territories, the longest commuting time is the group working In 
Islands which is approximately one hour. Islands has a growth rate of working people, 
because more jobs offered by Lantau Island, especially in new airport. The longest 
commuting time induced to minimize their daily trips, accounted for 2.2 rates, as two 
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hours are already spent on commuting everyday. The commuting time of work groups in 
Kwai Tsing and Tuen Mun is lower than 40 minutes, and the daily trips of Kwai Tsing is 
comparatively low. Other districts of New territories are also quite near the same as the 
mean of commuting time. The overall pattern of daily trips in 18 districts is that working 
in accessible place such as Wanchai, Central and Western, Y au Tsim Mong can generate 
higher daily trips rates. Generally, high accessible places with efficient transport 
network can create more daily rates no matter the group living or working in those areas. 
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Table 4. 7: the changes of mobility pattern in 18 districts by working location 
1992 2002 1992 2002 1992 2002 
No. of respondents (%) Commuting Time (mins) Trip Number 
. ·-
Central and 14.75 11.19 42.1 45.11 2.30 2.8 Western 
Wanchai 10.57 8.35 42.7 46.26 2.32 2.8 
Eastern 5.66 6.97 43.1 44.52 2.36 2.7 
Southern 2.89 2.01 44.5 41.36 2.24 2.6 
Y au Tsim Mong 14.15 13.13 44.7 44.80 2.27 2.7 
Kowloon City 5.99 7.33 44.6 41.23 2.24 2.7 
Sham Shui Po 6.55 6.41 43.5 41.63 2.27 2.7 
Kwun Tong 9.40 8.40 42.2 40.75 2.29 2.7 
Wong Tai Sin 5.03 0.22 40.4 36.45 2. 19 2.6 
Tsuen Wan 6.05 10.44 46.8 42.81 2.20 2.6 
Kwai Tsing 4.04 1.18 46.1 38.96 2.26 2.4 
Tuen Mun 2.66 3.54 47.4 35.84 2.26 2.6 
Yuen Long 1.76 6.70 54.3 46.50 2.42 2.7 
North 1.40 2.19 56.6 38.66 2.13 2.5 
Tai Po 1.62 2.31 46.1 39.33 2.19 2.5 
Shatin 4.47 5.30 44.9 41.64 2.35 2.6 
Sai Kung 2.56 2.12 55.1 41.65 2.31 2.5 
Islands 0.45 2.21 77.8 61.47 2.16 2.2 
Total 100 100 44.5 43.5 2.28 2.66 
Source: Travel Characteristics Study 1992 and 2002 
4.5 Mobility pattern change associated with personal characteristics 
Besides of urban forms, the salient factor which may influence the mobility 
pattern is socioeconomic-occupational factors under economic restructuring. Horton and 
Wanger ( 1968) found that there is considerable variation in trip purpose, linkages and 
length in studying travel behavior of socioeconomic-occupational factors. This part will 
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investigate the relationship between those salient factors and mobility pattern, and the 
correlation analysis will be followed. 
a) Economic sectors 
Table 4.8: the changes of mobility pattern by industry 
1992 2002 1992 2002 1992 2002 
No. of respondents(%) Commuting Time (mins) Trip Number 
Agriculture and Fishing 0.23 0.31 42.7 36.1 2.41 2.73 
Mining and quarrying 0.08 0.01 54.4 45.0 2.17 5.33 
Manufacturing 24.36 12.47 45.2 43.6 2.21 2.66 
Electricity, gas and 
water 0.83 0.54 52.9 50.6 2.41 2.88 
Construction 8.25 10.79 58.7 53.7 2.25 2.77 
Whole Sale and Retails 9.60 28.86 42.6 39.5 2.32 2.52 
Import/Export trade 9.08 8.74 42.0 47.6 2.37 2.73 
Restaurant and hotels 6.61 17.24 42.0 43.5 2.12 2.85 
Transport, storage and 10.19 21.04 44.0 41.7 2.31 2.61 
communication 
Financing, insurance, 
real estate and business 13.22 0.00 41.0 2.35 
serv1ces 
Community, social and 10.76 0.00 42.8 2.34 personal services 
Public administration 6.79 0.00 45.6 2.26 
Total 100.00 100.00 44.5 43.5 2.28 2.66 
Source: Travel Characteristics Study 1992 and 2002 
Table 4.8 shows the changes of mobility pattern by industry. The respondents 
engaged in manufacturing are diminished from 24.36% to 12.47%, and whole sale and 
retails are increased from 9.6o/o to 28.86o/o. Moreover, transport, storage and 
communication sector has a double growth in 2002, so there is a large shift GDP shares 
from manufacturing to services sector. Tertiary sector workers can preferably enjoy 
shorter commuting time, especially in Transport, storage and communication and whole 
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sale and retail. Conversely, the commuting time of Construction and Electricity, gas and 
water is over 50 minutes, and this amount is higher than the mean of commuting time at 
least 7 minutes. The trip rates of whole sale and retails are the lowest among all 
industries, which are 2.52. The trip rates are evenly distributed in all industries, so there 
is not much significant difference among them. Excluded the percentage of respondents 
less than 1, the highest daily trips can be found in the sector of restaurant and hotels. 
b) Job Types 
Under economic restructuring, more professional jobs will be offered in the new 
technology era, or so-call high service jobs. It is worth to look into the changes of 
employment sector in job types and study how this variation will affect the mobility 
pattern. In Table 4.9, it has a growth rate of white collar, raised from 51.43% to 54.71%, 
but the commuting time is increased and even higher than the blue collar in 2002. On the 
contrary, the percentage of blue collar is decreased, and there is a decline rate of their 
commuting time. The daily trips of white collar is higher than blue collar, this can be 
further explained by the more details of coming part. 
Table 4.9: the changes of mobility pattern by job types- White and Blue collar 
1992 2002 1992 2002 1992 2002 
No. of respondents (o/o) Commuting Time (mins) Trip Number 
White collar 51.43 54.71 41.9 44.2 2.35 2.77 
Blue collar 48.54 45.06 47.3 42.7 2.21 2.53 
Others 0.03 0.24 40.0 37.2 1.88 2.68 
Total 100.00 100.00 44.5 43.5 2.28 2.67 
Source: Travel Characteristics Study 1992 and 2002 
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Increasing total percentage of the job types above Associate professionals can 
prove that more high service jobs offered since economic restructuring. Moreover, the 
highest rank job can be beneficial on having the lowest commuting time and generate 
more trips compared to other job types. The respondents in Plant and machine operators 
and elementary occupation have a huge drop of percentage, while it is found a large 
growth rate in Shop sale workers and service workers and craft and related jobs. Those 
unskilled and semi-skilled labors have been shifted to the low end service jobs under 
economic restructuring, since many Hong Kong industries were moved northward. On 
the other hand, these groups of unskilled and semi-skilled labors or so-called "working 
poor" have a longer commuting time and lower daily trips based the figure in Table 4.10. 
Although the job market can provide additional service jobs under economic 
restructuring, there is a clear social segregation within service sector, high service job 
and low end service job. The mobility pattern of low end service job workers is 
obviously experiencing a downward trend in terms of commuting time and daily trips. 
Yet, the commuting time of sale workers is shorter than the average time, but it can be 
explained by the gender differences of commuting pattern. The work forces of sale 
workers are mostly female, so they have to choose the nearby working location for 
minimizing commuting time so as to save time on household works and child-bearing 
based on the "Household responsibility hypothesis" (White, 1977; Madden, 1981 ). This 
can be also proven by the Table 4.11, it shows the gender differences in mobility pattern. 
The proportion of male to female in 1992 is 2: 1, and this ratio is coming to be balanced 
in 2002 as well. This means there is a large influx of female worker, especially 
participating in shop sale. Their commuting time is increased, but it is still lower than 
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the male in 2002. This shorter commuting time can be thus explained by household 
responsibility hypothesis. The commuting time of male is decreased, and their daily trips 
are slightly higher than the female. 
Table 4.10: the changes of mobility pattern by job types 
1992 2002 1992 2002 1992 2002 
No. of respondents (o/o) Commuting Time ( mins) Trip Number 
Managers and 13.81 11.65 37.9 38.4 2.47 2.89 
administrators 
Professionals 16.46 6.41 42.7 45.7 2.39 2.84 
Associate Professionals 0.00 15.13 45.3 2.80 
Clerks 21.16 21.31 43.8 46.2 2.24 2.67 
Shop sale workers and 11.07 16.62 44.3 40.2 2.31 2.40 
service workers 
craft and related jobs 6.57 13.37 53.2 49.7 2.20 2.65 
Plant and machine 11.76 0.48 47.6 52.5 2.22 2.40 
operators 
elementary occupation 19.14 14.79 46.9 38.9 2.14 2.54 
Others 0.03 0.24 40.0 36.8 1.88 2.63 
Total 100.00 100.00 44.5 43.5 2.28 2.66 
Source: Travel Characteristics Study 1992 and 2002 
Table 4.11: the changes of mobility pattern by sex 
1992 2002 1992 2002 1992 2002 
No. of respondents (o/o) Commuting Time (mins) Trip Number 
Male 64.11 54.22 46.6 45.2 2.31 2.69 
Female 35.89 45.78 40.7 41.5 2.23 2.62 
Total 100.00 100.00 44.5 43.5 2.28 2.66 
Source: Travel Characteristics Study 1992 and 2002 
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c) Income 
Many scholars studied that economic restructuring would bring a negative effect 
of income inequality, and the diversification of household survival strategies by the 
influences of deteriorating family income (Barkin and Rosen 1997; Itzigsohn 2000; 
Parrado and Zenteno 2001 ). In Mexcio, Parrado (2005) also found out the rising income 
inequality consistent with good jobs reserved for small groups and low-skilled labour 
experiencing downward mobility over time. Zhang and Zhao (2005) mentioned that a 
prolonged income inequality in Hong Kong has persisted despite rapid economic growth. 
In this part, this can investigate how the economic restructuring affects the income 
structure, and, hence, shapes the people mobility pattern according to Table 4.12. The 
modes of the income range in 1992 and 2002 is <$9,999 and $6,000-$14,999 
respectively. There is a large group of people can earn higher income than the case in 
1992. However, the total percentage of the respondents earning less than $14,999 is still 
over 60o/o, and the high income groups above $20,000 has a over 15% of total population 
while it is less than lOo/a in 1992. This phenomenon is called income inequality induced 
by economic restructuring. Wang and Chan (2004) stated that the United Nation also 
announced that the income inequality level of Hong Kong is ranked highest among 30 
countries with the highest quality of life in 2003. On the other hand, the higher income 
group can enjoy shorter commuting time and generate more trips, as they are mostly 
affordable to bear a high cost private car which is more convenient than taking public 
transport. The lowest income group has a turn down rate of commuting, and it is the 
shortest one among all groups but lower trip rates. The middle income groups earning 
$10,000-$19,999 have the longest commuting time, and their trip numbers are lower 
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than the high income groups. There is a downward of mobility of middle income group 
under economic restructuring. 
Table 4.12: the changes of mobility pattern by personal income 
1992 2002 1992 2002 1992 2002 
No. of respondents (%) Commuting Time(rnins) Trip Number 
<$5,999 34.93 13.17 44.4 35.1 2.23 2.56 
$6,000-$9,999 36.22 30.53 47.7 43.9 2.23 2.51 
$10,000-$14,999 14.11 26.03 43.9 46.9 2.32 2.67 
$15,000-$19,999 5.02 10.13 41.8 46.6 2.43 2.85 
$20,000-$29,999 4.47 11.26 39.1 45.5 2.45 2.88 
30,000-$39,999 2.07 4.10 35.8 43.7 2.51 2.98 
$40,000-$49,999 0.98 1.79 33.1 41.1 2.60 3.02 
>$50,000 2.18 2.99 30.1 38.5 2.73 3.00 
Total 100.00 100.00 44.5 43.5 2.28 2.66 
Source: Travel Characteristics Study 1992 and 2002 
Beside of personal income, the household income can also be measured in Table 
4.13. The modal range of income in 1992 and 2002 is $10,000-$14,999 and $20,000-
$29,999 respectively. The groups above $20,000 are experiencing a large growth rate in 
2002, but there is still a huge percentage earning less than $20,000 of household income. 
Income inequality is also found in this case. Same as personal income, the higher 
household income group can generate superior trips numbers. The commuting time of 
people earning above $50,000 is shorter than middle income group but higher than the 
low income group, and their daily trips are the highest among all groups. Likewise, the 
daily trips of lowest income group are commonly low. Yet, they can enjoy the shortest 
commuting time, but it can be explained by their household sizes. In Table 4.14, the 
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percentage of large household size (> 5) is decreased whereas the small number 
household keeps increasing in 2002. The smaller household size can have the benefit of 
shorter commuting time and higher daily trips. It is because this group of people does 
not need to care so much on household works or children, they can spend more time 
outside to perform more non-work trips. They can flexibly adjust their living location 
which is nearby their working place, as the consideration of this moving within 2 or less 
members is easier than accommodating large household sizes. In the reflection of 
income, the high income group with small household size can have preferably upward 
mobility pattern in terms of shorter commuting time and higher trips rates. 
Table 4.13: the changes of mobility pattern by household income 
1992 2002 1992 2002 1992 2002 
No. of respondents (o/o ) Commuting Time( mins) Trip Number 
<$5 ,999 5.82 2.64 49.6 35.7 2.15 2.54 
$6,000-$9,999 18.54 8.08 49.9 42.0 2.19 2.56 
$10,000-$14,999 22.66 14.52 46.0 43 .8 2.25 2.62 
$15 '000-$19 ,999 16.02 15.10 44.1 43.7 2.26 2.61 
$20,000-$29,999 19.45 25 .87 42.7 44.7 2.34 2.65 
30,000-$39,999 8.03 14.56 41.6 45.3 2.30 2.72 
$40,000-$49,999 3.30 7.70 38.7 44.6 2.40 2.75 
>$50,000 6.17 11 .53 32.8 42.2 2.53 2.89 
Total 100.00 100.00 44.5 43 .5 2.28 2.66 
Source: Travel Characteristics Study 1992 and 2002 
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Table 4.14: the changes of mobility pattern by household size 
1992 2002 1992 2002 1992 2002 
No. of respondents (%) Commuting Time(rnins) Trip Number 
1 2.88 4.97 43.3 41.3 2.39 3.00 
2 14.30 18.65 44.3 44.1 2.35 2.79 
3 19.31 22.42 44.9 43.5 2.28 2.65 
4 26.89 31.26 44.9 43 .6 2.24 2.60 
5 or above 36.62 22.70 44.2 43.4 2.27 2.56 
Total 100.00 100.00 44.5 43 .5 2.28 2.66 
Source: Travel Characteristics Study 1992 and 2002 
d) Ages and Car ownership 
The average age of working population in 2002 is higher than the 1992, as there 
is over 90o/o of respondent is less than 35 years old in 1992 according to Table 4.15. The 
older people are less mobile than the younger group as a result of shorter commuting 
time and lower trip numbers. The middle age group (35-44) can generate higher trips 
rates than other groups. 
Table 4.15: the changes of mobility pattern by age group 
1992 2002 1992 2002 1992 2002 
No. of respondents (%) Commuting Time(rnins) Trip Number 
12-24 50.95 12.36 44.2 46.2 2.30 2.51 
25-34 47 .50 28.59 44.7 45.5 2.26 2.66 
35-44 1.54 30.29 47.9 43.1 2.21 2.76 
45-54 21.16 41.3 2.65 
55-64 6.19 40.2 2.54 
65 or above 1.41 35.6 2.47 
Total 100.00 100.00 44.5 43.5 2.28 2.66 
Source: Travel Characteristics Study 1992 and 2002 
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Some studies illustrated that the greatest threat to the urban structure is the 
private car (Boume, 1992, Priemus 1994), while Lave (1990) argued that congestion and 
automobile travel is not a problem. In Table 4.16, the percentage of respondents owing 
private cars is decreased, and it has a growth of their commuting time. Cullinane (2002) 
conducted a survey in Hong Kong that public transport is well developed and cheap, and 
the low rate of car ownership and use were discovered. He also mentioned that a high-
quality public transport can discourage car ownership, based on 65o/o of respondents 
claimed not to buy a car in the next 5 years. In Table 4.16, the difference between the car 
owners and non-car owners in 1992 is widen than in 2002, the commuting time of those 
groups is going to be balanced by the improvement of transport network under new 
urban planning. However, the car owner's traveling time is still higher than the non-car 
owners'. Not surprisingly, car owners can have higher trip rates than the others. 
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4.6 Mobility pattern change associated with allocation of time 
a) Total Working Hours 
Besides of urban forms and socio-economic factors, time use will also affect the 
mobility pattern. Vihelmson (1999) suggested that mobility or so-called human activity 
approach is rooted in time-geography into the analysis of spatial mobility and human 
interaction. In this study, the time allocation is simply composed of work hours, total 
traveling hours and non-work hours. This time structure is also correlated to the mobility, 
since all the activities are limited at 24 hours daily. 
In Table 4.17, it shows the changes of mobility pattern by total working hours. 
Economic restructuring may somehow affect the working hours under the employment 
sector restructuring, this would influence the mobility pattern. There are an increasing 
percentage of the working hours longer than the 10 hours, but their commuting time are 
comparatively shorter than other groups. The growth rate of the longer working hours 
(> 10 hours) is lower than the shorter working hours, in which the range of 7-8 hours 
increased nearly one trip in 2002. Generally, short working hours can enjoy shorter 
commuting time and carry out more trips rate such as non-work trips. The working hours 
in Hong Kong are generally between 8 and 11 hours both in 1992 and 2002. Conversely, 
the survey done by Kumar and Levinson ( 1996) found that the average working hours of 
US people are 4.5 hours. Compared to another world city, Japan, the average time of 
married men, married women, never married men and never married women spend on 
paid work are 6.08, 4.4, 2.39 and 3.42 hours. This can be reflected that Hong Kong 
people normally work longer. 
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Table 4.17: the changes of mobility pattern by total working hours 
1992 2002 1992 2002 1992 2002 
Minutes (Hours) No. of respondents (%) Commuting Time(rnins) Trip Number 
419 or less ( < 7 Hours) 10.21 9.05 42.7 39.5 2.80 3.30 
420-479 (7-8 Hours) 7.03 8.90 46.3 44.1 2.59 3.54 
480-539 (8-9 Hours) 26.44 20.81 45.7 45.1 2.23 2.90 
540-599 (9-10 Hours) 29.20 27.08 45.1 45.3 2.16 2.44 
600-659 ( 10-11 Hours) 12.31 15.41 45 .0 43.3 2.17 2.37 
660-719 (11-12 Hours) 6.98 9.11 43.0 41.8 2.19 2.32 
720 or above (> 12 Hours) 7.83 9.65 41.6 40.2 2.19 2.22 
Total 100.00 100.00 44.7 43.5 2.28 2.67 
Source: Travel Characteristics Study 1992 and 2002 
b) Total Traveling Minutes 
The total traveling hours over 80 minutes has a growth rate between 1992 and 
2002, and there is even a double rate growth of the group commuting more than 110 
minutes. The longer of the total traveling indicates more places they reached, so it can 
also contribute to boost up the trips rate. 
Table 4.18: the changes of mobility pattern by total traveling hours 
1992 2002 1992 2002 1992 2002 
Minutes No. of respondents (%) Commuting Time(mins) Trip Number 
59 or less 45.12 19.18 26.7 15.1 2.02 2.36 
60-79 29.51 18.99 50.8 30.3 2.13 2.39 
80-99 8.83 15.11 60.9 40.5 2.44 2.52 
100-109 5.75 6.39 75.6 45.2 2.42 2.74 
110-129 3.31 16.55 66.5 55.3 3.08 2.51 
130-149 3.02 7.40 80.8 59.3 3.03 3.21 
150 or above 4.45 16.38 73.4 75.0 4.23 3.36 
Total 100.00 100.00 44.7 43 .5 2.28 2.67 
Source: Travel Characteristics Study 1992 and 2002 
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c) Non-Working Hour 
In the Table 4.19, the respondents performing longer than 13 hours are 
experiencing a dec)jne rate in 2002, and an increasing number of respondents can only 
enjoy the relatively short non-working hours ( <13 hours). The longer non-working hours 
can have shorter commuting time, and generate more trips rates as well. On the other 
hand, longer commuting time and less trip numbers can be found in the group with less 
non-working hours. 
Table 4.19: the changes of mobility pattern by total non-working hours 
1992 2002 1992 2002 1992 2002 
Minutes (Hours) No. of respondents (o/o) Commuting Time(mins) Trip Number 
479 or less ( < 8 Hours) 1.16 1.12 43.6 52.7 2.56 2.53 
480-659 (8-11 Hours) 7.15 11.72 49.6 53.3 2.33 2.40 
660-719 (11-12 Hours) 7.60 13.35 49.3 51.0 2.33 2.53 
720-779 (12-13 Hours) 13.97 20.56 52.4 49.8 2.33 2.61 
780-839 (13-14 Hours) 27.59 24.02 47.8 42.0 2.24 2.68 
840-899 (14-15 Hours) 25.85 15.88 39.2 34.2 2.19 2.83 
900 or above (> 15 Hours) 16.69 13.35 37.3 30.7 2.37 2.91 
Total 100.00 100.00 44.7 43.5 2.28 2.67 
Source: Travel Characteristics Study 1992 and 2002 
The above study is not comprehensive to understand how the time use affects the 
mobility pattern under economic restructuring, e.g. which specific groups belong to the 
longer non-working hours. In the following part, socio-economic and employment sector 
will also be considered by the combination of time use, it, thus, provide a clear picture to 
investigate what kinds of people do have upgrade or downgrade of mobility by the 
influences of time use under economic restructuring. 
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d) The variation of time use and mobility pattern by income 
It is noted that the high income group can enjoy shorter commuting time and 
achieve high trips rates, the relationship between income and time use, thus, is worth to 
be explored. In Table 4.20, the longest working hours is belonged to the group earning 
$6,000-$14,999 which has approximately 50 minutes longer than the average, and these 
groups are accounted to the half of the total respondents as well. The commuting time of 
those groups are over 43 minutes, the highest among the all groups. The long working 
hours induced to narrow down their non-working hours (770 minutes) and perform few 
trips than other others. Their working hours are even increased by 24-30 minutes while 
the growth rate of the high income group is not that high. The lowest income group 
( <$6,000) obtains the shortest working hours and commuting time and longest non-
working hours. However, the longer of their spare time does not contribute to generate 
more trips, since they encompass few trips by the reasons of their low affordability to 
move. On the other hand, the working hours of the high income groups (>$30,000) is not 
the lowest one, but their non-working hours are quite long and even higher than the 
middle income groups. They can afford to take the high cost door-to-door transportation 
modes, such as Taxi and private cars for saving much non-working hours and 
performing more trips (over 3 rates). Therefore, income is directly related to the length 
of the commuting time by the affordability to move and transportation choices, this will, 
hence, shape the non-working hours and the number of daily trips. 
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e) The variation of time use and mobility pattern by position 
Exclusion of the percentage of respondents less than 1, the total working minutes 
of "shop sale workers and service workers are the longest among all groups, about 23 
minutes higher than the average according to Table 4.21. They have shortest total 
traveling time (88.8 minutes) with the lowest trip number, 2.4. "Associate professional" 
works shortest minutes, and has longest non-working hours with 2.8 trip rates. The 
commuting time and total traveling time of them are 45.3 and 106.1 minutes respectively, 
it can distinguish that they spend quite long traveling time compared with others. 
Although the working hours of the top position - Managers and administrators are not 
the shortest, but their non-working hours are quite sufficient as well lower total traveling 
hours and commuting time. Equivalent to income, this group of respondent can afford to 
take saving time transportation modes which can help them to perform more trips. 
Moreover, the total average of the working hours and traveling hours are increased 
contributing to the decline of the non-working hours. The length of the non-working 
hours is reasonably related to the number of trip rates, but the decreasing non-working 
hours can have more trips than in 1992. The overall commuting time is decreased in all 
respondents, but their total traveling hours are increased due to more trips created. 
However, sale workers are not beneficial of that kind of upgrade mobility so much, as 
their trip numbers are increased by 1 only while others especially top position increased 
more than 0.4 rates. Economic restructuring offers additional tertiary jobs including low 
end sale service jobs and high professional jobs, but the upward mobility of level to sale 
workers can not compare to the professional jobs. There is a mobility inequality under 
post-industrial economic due to the employment sector restructuring. 
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f) The variation of time use and mobility pattern by industry 
In Table 4.22, there are increasing working hours of secondary and few tertiary 
industries, principally in sale and retails and import/export trade, keeping out the 
respondent less than 1 o/o. Sale workers still keep the shortest traveling hours and 
commuting time and less trip rates performed. There are two industry has a decline rate 
of working hours, which are "restaurant and hotels" and "transport, storage and 
communication", and the former one can have a sharply increase in daily trips, from 
2.12 to 2.85. The traveling hours of "restaurant and hotel", yet, are increased by 35 
minutes, and the non-working hours are not quite high as well. The overall daily trips are 
even distributed to all industries, but it is hard to examine the full picture of mobility 
pattern by industry. It is because income and position are related to the mode choices 
and hence affect the daily trips and commuting time, and each industries are composed 
of different positions, e.g. engineer and construction workers in "Construction". 
Furthermore, the working hours of blue collar is longer than the white collar in 
both 1992 and 2002 according to Table 4.23. The traveling hours are shorter than the 
white collars in 2002, but higher than them in 1992. It can be clarified that secondary 
and low end services are easily accessible and evenly distributed to all districts, so they 
can choose the working location nearby their residential location. Conversely, the jobs 
of white collar are mainly finance and banking or professional tertiary jobs, these jobs 
are highly concentrated in urban centre such as Central and Wanchai. With the fixed 
working location of white collar, so the traveling and commuting time are comparably 
longer. 
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In general, it is noted that the daily trips are increased from 2.28 to 2.66 rates 
during economic restructuring, but this is only an average figure. The above analysis 
reflected that only few groups can have preferably upgraded of daily trips, and even 
higher than the average, especially for those high professional and income groups. The 
sale workers or other low end services jobs are clearly discriminated. Although they 
travel less than others, it can be just explained that their affordability of mobility is low. 





























































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































g) The Correlations analysis between socio-economic factors and mobility pattern 
From the above analysis, it is noted that the mobility pattern in both daily trips 
and commuting time would be varied upon the variations of socioeconomic and 
occupational factors. In this part, correlation analysis will be adopted to manipulate the 
actual coefficient about the strength of the relationship between those variables and 
mobility pattern, and find out whether there is a negative or position relationship among 
them. 
1. Pearson Correlation (Table 4.24-4.25) 
In 1992, all the variables are significantly correlated ( <0.05) according to Table 
4.24. In the trip numbers, there is a negative relationship with travel time, total working 
hours and total non-working hours, but the strength is not too high. The relationship 
between trip numbers and total traveling hours is positive, and the coefficient is 0.239 as 
well. The longer traveling hours would generate more trips. Travel time is positively 
correlated with total travel hours in 1992, and the coefficient of this relationship has a 
sharply growth rate in 2002. 
The number of car ownership is negatively correlated to travel time and 
positively correlated to trip number, but the coefficient is weak in 2002. It can be given 
details that the public transport in Hong Kong is already efficient, and this is even more 
convenient than using car ownership in congested area. This is why the percentage of car 
owners is experiencing downward from 1992 to 2002 according to the Table 4.16, and 
the commuting time of car owners is even increased. Moreover, there is no significant 
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relationship between travel time and trip number in 2002, the transport modes and 
commuting time does not strongly affect the number of daily trips in Hong Kong. 
Same findings in 1992 and 2002, either one components of total working hours, 
total traveling hours and total non-working hours will have negative relationship with 
other two components with the significant level less than 0.05. It is consistent with the 
time use framework in this study, Total time= Working hours+ Traveling hours+ Non-
work hours. This denotes the longer of either one component will lessen the length of 
the others. A strong negatively relationship between working hours and non-working 
hours, and the coefficient is higher than 0.9 in both 1992 and 2002. Most importantly, 
trip number is positively correlated to non-working hours and negatively correlated to 
working hours, it reflects that the shorter the working hours as well as lengthen the non-
working hours would significantly perform more trip rates. As a result, this can be help 
to further verify that the low trip rates by sale and service workers due to the longer 
working hours besides of their less affordability to travel. The increasing percentage of 
people engaged in low end services jobs - sales and service workers under economic 
restructuring would prolonged impetus a group working longer and generate less grips, 
and the mobility gap between this group and the high group is widening over the years. 
In general, three time use components are the crucial to affect mobility pattern in terms 
of daily trips and trip numbers rather than car ownership. 
2. Spearman Correlation (Table 4.26-4.27) 
The following part is intended to investigate several socio-economic and 
occupation factors and mobility measurements. Those variables are nominal, it is, thus, 
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better to use ranking Spearman correlation. "Transportation" is ranked from less 
convenient modes such as walking to the highest convenient one including private car 
and Taxi , and "position" is also ranked from elementary position to the manager. 
"Business" is ranked from primary sector to tertiary sector, and the "income" ordered 
from the poor to the rich as well 
In both 1992 and 2002, all the variables are correlated to the number of daily 
trips and commuting time, except the case between travel time and position in 2002, 
with the significant level less than 0.05. There is a quite strong positive relationship 
between income and position, and the coefficient is even increased from 1992 to 2002. 
This implies that the high position respondent can get higher proportion rates of income 
in 2002 compared to 1992 while the poor may get the even lower income. This may 
widen the income gap between rich and poor under economic restructuring, or so-called 
income inequality. Income and transportation are also positively correlated, and the 
transportation is positively correlated to trip rates and negatively correlated the 
commuting time. The high income group can afford to take the high efficient 
transportation modes while the convenient modes can contribute to create more trips and 
lessen the commuting time. Additionally, income and position are positively correlated 
to trip in two years, the rich acquiring the high efficient modes, thus, can generate more 
trips than the poor. By the increasing percentage of people earning more than $30,000, 
the large percentage of low income is still, so the gap of mobility between them is going 
to be widening. 
There is no significant relationship between industry and income, as each 
industry is composed of different position. However, it is positively correlated to 
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position, so the tertiary sector can offer more professional and higher rank jobs. Position 
and industry also has a positive relationship with non-working hours, but the strength is 
not high and even less than the figure in 1992. By the way, the high rank jobs or tertiary 
production may have longer non-working hours. The working hours are both negatively 
correlated to position and business in 1992, the tertiary or high rank jobs respondents 
work less than the other respondents such as secondary sector. However, working hours 
in 2002 is negatively correlated to position but no correlation with the industry. It can be 
reflected that the working hours in three sectors are not significantly different and 
tertiary sector workers does not mean to have shorter working hours, only preferably for 
those high rank jobs. Have mentioned before, low end service jobs - sale and services 
workers works longer in 2002 whereas the professional and mangers can have 
comparatively shorter working hours. Therefore, there is an increasing gap within 
tertiary production under economic restructuring. 
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Table 4.24: the Person Correlation among mobility pattern and time use variables in 1992 
Total Working Total Traveling Total on-
Travel Time Trip Number Minutes Minutes working minutes 
Travel Time Pearson Correlation 1 
Sig. (2-tailed) 
N 25268 
Trip Number Pearson Correlation -.032(**) 
Sig. (2-tailed) .000 
N 25071 
Total Working Minutes Pearson Correlation -.019(**) 
Sig. (2-tailed) .003 
N 25071 
Total Traveling Minutes Pearson Correlation .456(**) 
Sig. (2-tailed) .000 
N 25071 
Total Non-working Pearson Correlation -.140(**) 
Minutes Sig. (2-tailed) .000 
N 25071 
--
** Correlation is significant at the 0.01 level (2-tailed). 
* Correlation is significant at the 0.05 level (2-tailed). 
-.032(**) -.019(**) .456(**) 
.000 .003 .000 
25071 2507 1 25071 
1 -.070(**) .239(**) 
.000 .000 
25071 25071 25071 
-.070(**) 1 -.129(**) 
.000 .000 
25071 25071 25071 
.239(**) -.129(**) 1 
.000 .000 
25071 25071 25071 
-.0 14(*) -.939(**) -.221(**) 
.027 .000 .000 
25071 25071 25071 
Table 4.25: the Person Correlation among mobility pattern and time use variables in 2002 
--
total 
total working total travel non working 
travel time trip number minutes minutes minutes 
travel time Pearson Correlation 1 .006 -.0 17(**) .828(**) -.309(**) 
I 
Sig. (2-tailed) .261 .004 .000 I .000 
N 30175 30175 30175 30175 I 30175 
trip number Pearson Correlation .006 1 -.261 (**) .358(**) .1 13(**) 
Sig. (2-tailed) .261 I .000 .000 .000 
N 30175 30175 30175 30175 30175 
total working minutes Pearson Correlation -.017(**) -.261 (**) 1 -.135(**) -.921 (**) 
Sig. (2-tailed) .004 .000 .000 j .000 
N 30175 30175 30175 30175 l 30175 
total travel minutes Pearson Correlation .828(**) .358(**) -.135(**) 1 I -.262(**) 
I 
Sig. (2-tailed) .000 .000 .000 I .000 
N 30175 30175 30175 30175 I 30175 
total nonworking Pearson Correlation -.309(**) .113(**) -.921(**) -.262(**) ! 1 
minutes Sig. (2-tailed) .000 .000 .000 .000 
I N 30175 30175 30175 30175 30175 
no. of car ownership Pearson Correlation -.034(**) .037(**) -.025(**) -.OLO I .028(**) I 
I .000 .000 .091 
I 
.000 Sig. (2-tailed) .000 I 
N 27532 I 27532 27532 27532 I 27532 






































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































4.7 Job-housing spatial mismatch and relations 
a) Three Macro Regions 
Table 4.28: Spatial Mismatch and Job-housing relations (3 regions) in 1992 
Working Location(%) 
Districts Hong Kong New 
Island Kowloon Territories Total 
. --··- ·- -- -- : 
= 
Hong Kong 16.3 6.8 3.6 26.7 0 Island 
...... 
~ (.) Kowloon 8.7 18.4 6.7 33.7 0 ,--.... 
.....:l ~ : New bl) '-" 9.0 
= Territories 15.9 14.7 39.6 
·;; 
;j Total 33.9 41.1 25.0 100.0 
Source: Travel Characteristics Study 1992 
Table 4.29: Spatial Mismatch and Job-housing relations (3 regions) in 2002 
·-
Working Location 
Districts Hong Kong New 
Island Kowloon Territories Total 
= 




(.) Kowloon 6.9 16.4 5.0 28.2 0 ,--.... 
.....:l ~ · New '-" 9.0 15.8 29.5 54.3 b1) 
= Territories 
·;; 
~ Total 28.6 35 .5 35.9 100.0 
Source: Travel Characteristics Study 2002 
Spatial mismatch hypothesis was proposed by John Kain (1965), and he found out the 
minorities, particularly blacks, in city centre as well as suburbanization of metropolitan 
employment to create a spatial mismatch for those minorities . This mismatch is declining level of 
central city minority resulting in rugher unemployment rates and longer commutes (Taylor and 
Ong, 1995). 
In this research, a cross tab table from li ving location to working location in terms of 
three macro regions and 18 districts will be done for analysis how the mobility pattern changes in 
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those spatial match and mismatch regions. Therefore, the respondents living and worlGng in the 
same macro or districts are simply regarded as "Spatial Match" while the people living and 
working in the difference places fit in to "Spatial Mismatch". 
Table 4.28 and 4.29 show spatial mismatch and job housing relation in 1992 and 2002 
respectively. In spatial match region, there is a decreasing percentage in Hong Kong Island and 
Kowloon but sharply rising in New Territories. The percentage in five spatial mismatch areas are 
decreased, and respondent living and working in New Territories has a significantly growth rate 
in 2002. It can be reflected that the jobs and living places has been decentralizing to New 
Territories over the years. 
Followed by the number of daily trips by job housing balance in 1992 and 2002 (Table 
4.30 and 4.31), all the combinations including spatial match and mismatch have a growth rate of 
daily trips. In 1992, the differences of daily trips among all the job-housing relations are not too 
much, but living in Kowloon or working in Hong Kong Island can have relatively higher dail y 
trips. The gap of daily trips difference has been widening a bit in 2002 by 0.32 times, and the 
highest is 2.84 rates. Living in New Territories or worlGng in Hong Kong Island can generate 
more trips. The trips rates generated by the mismatch job-housing relations especially worlGng in 
Hong Kong Island are even higher than those living and working in same regions. The disparity 
of the average mean among living location are higher than the working location in both 1992 
and 2002, living in New Territories can even generate more than 3 trip rates in 2002. 
A clear picture from the above analysis imitated that the entire job housing relations has 
upgraded in mobility pattern in terms of daily trips. This may not be consistent with the result 
using another mobility pattern measurement - commuting in Table 4.32 and 4.33. The 
commuting time of the spatial match areas are decreased, the respondent in Hong Kong Island 
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and Kowloon even need a half of hour on journey to work. Conversely, the five special nlismatch 
regions have an increasing commuting time. Job-housing relations of New Territories and Hong 
Kong Island even travel over one hour in one-way, it means that they need to spend two hours on 
traveling per day. This would be consistent with the findings by Kain (1965) that the de-
urbanization of jobs will enhance the spatial mismatch of minority groups and result in having 
longer commutes. 
Same as daily trips, the total average of three worldng location is not able to reflect any 
inequality in commuting time, but there is a significant different in living location. Consequently, 
living location is more crucial factor to affect the mobility level rather than working location. 
Living in New Territories yet has more trip rates performed, but the commuting time is 
comparatively long. The preference groups of getting the upgraded mobility are not only for 
those in spatial match relations, but also living in Hong Kong Island, in which having higher 
trips rates and shorter commuting time. 
b) 18 Districts (Table 4.34-4.35) 
The analysis of 18 districts can help to further understand how the job and living places 
were decentralized to sub-urban area, and see how the mobility pattern was shaped in the 
particular relations. The "pink" represents the spatial match area. The average respondent of one 
relation is 78 to the total sample size both in 1992 and 2002, it is, thus, 0.3 %. The combinations 
will be marked as "yellow" if the figure is the same or above 0.3%, and recorded as "Blue" with 
the figure higher than 1 o/o. In 1992, respondents tended to live in Hong Kong Island and 
Kowloon, since there are a lot of blue and yellow combinations conglomerated. Li ving in Hong 
Kong Island mostly work within the same region, especially in Central and Western and 
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Wanchai, they also find the jobs in Kowloon mostly in Yau Tsim Mong and Kwun Tong. The 
groups living in Kowloon can have more flexible working places, as the color combinations are 
nearly the full in the work places of Hong Kong Island and Kowloon, and somehow extended to 
New Territories. Anyway, they mostly worked in Yau Tsim Mong. The residents in New 
Territories were generally concentrated in Shatin and Kwai Tsing, but most of them also worked 
in Central and Kowloon. The residential and working location in 1992 is more aggregated in the 
centre of Hong Kong Island and Kowloon, e.g. Central and Western, Wanchai, Yau Tsim Mong, 
etc. 
In 2002, the color square in both blue and yellow was tended to decentralized, and the 
blue squares in the entire of Hong Kong Island and working place of Y au Tsim Mong were 
decreased. The number of yellow squares were increased and even distributed to New Territories. 
This signifies that New Territories provided not only a large number of living places such as new 
town, but also job opportunities especially in Shain and Tsuen Wan. However, the yellow square 
was only sharply extended vertically but not much horizontally to New Territories, so people 
tended to find living places rather than working places. Most of the jobs such as high services 
jobs are still offered in the centre of Hong Kong Island and Kowloon, it, thus, still has a large 
groups of New Territories residents with spatial mismatch. 
In the analysis of daily trips and job housing relations by 18 districts , the mean of dail y 
trips of 1992 and 2002 are 2.26 and 2.66 respectively. For the combination with the same or 
above 2.26 but less than 2.66 trips rates, it will be marked as ~~Green" while the "Blue" is 
belonged to those with 2.66 daily trips or above. 
According to Table 4.36 and 4.37, it shows the daily trips and job-housing relations by 18 
districts in 1992 and 2002 respectively. Evidently, the increased the number of blue squares in 
75 
2002 represent those combinations can have an upgrade of the mobility. Working in Hong Kong 
Island and Kowloon preferably could have higher trip rates in both 1992 and 2002, as the color 
squares are highly concentrated in the above regions particularly in Central and Western, 
Wanchai and Yau Tsim Mong. Yet, the groups living in New Territories and working in Hong 
Kong Island or Kowloon tended to travel longer, and even needed two hours per day. Have 
mentioned before, living location is more crucial to affect the daily trips rather than working 
place, and it is concluded that the groups living in Hong Kong Island can preferably get an 
upgraded mobility. These groups are only limited to those working in Hong Kong Island and 
Kowloon, as the groups working in New Territories have a few color square and even with color. 
In general, those groups in spatial match and living and working in Hong Kong island or 




































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































4.8 The combination of Spatial Mismatch and Mobility Level 
Table 4.38: The combination of spatial mismatch and mobility level by 3 regions 
I 
Working Location 
Districts Hong New Kong Kowloon Territories Total Island 
~ 
Hong Kong I ~ 
.9 Island '', 
I. 
I t Spatial Mismatch ~ Mobility 
....... 
ro 
0 Kowloon 0 ,-..,. 
~~ .,_ 
eo'-" New 1', r :~~ 
.s Territories I ~, . . 't.! > -' .. ,. _if-· 
::3 Total 
{, Spatial Mismatch t Mobility 
Source: Travel Characteristics Study 1992 & 2002 
The above table is composed of Table 4.28-4.31. The spatial match was found an 
increasing daily trips, it will be marked as pink. On the other hand, the increasing the 
respondents in spatial mismatch relations had decline or growth rates of daily trips, the color will 
be designated as yellow or green respectively. The daily trips for those spatial mismatch relations 
having less percentage of respondents were decreased or increased, this will, thus, recorded as 
dark blue or light blue respectively. All the spatial match relations were found increasing daily 
trips with pink. Additionally, all other spatial mismatch combinations show the decreasing of 
spatial mismatch and rising daily trips. It would be good news that all the combination can have 
an upgrade mobility level, and there is a decreasing number of respondents belonged to spatial 
mismatch. However, this must have different views when looking into 18 districts and the 
mobility inequality can be found in Table 4.39. 
The light blue squares are mostly concentrated in top left corners, the relations within 
working and living in Hong Kong Island or Kowloon, so it is consistent to the previous argue 
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that only these groups of respondents and spatial match area can preferably enjoy the upgraded 
mobility. A number of dark blue squares were found in the groups working in New Territories 
and living in Hong Kong Island or Kowloon. This is yet decreased of spatial mismatch but also 
decline in daily trips as well. Since many jobs such as manufactories have decentralized to New 
Territories, this may lengthen the commuting time of the minority groups living in old city 
centers while the rich can take the high cost transportation modes for saving time. Living in New 
Territories can create higher daily trips, but it was found increasing spatial mismatch in almost 
working places. The jobs offered in New Territories ' s cannot catch up with those living in the 
same districts or regions particular in Sai Kung, Tai Po and Yuen Long. The yellow is the worse 
case of mobility and job housing pattern, and this was concentrated on working in a few remote 
areas like Tuen Mum and Islands. 
4.9 Chapter Summary 
This chapter has discussed how the urban forms, time use and socio-economic factors 
affect the mobility pattern by the influences of economic restructuring, and investigated the 
correlation among them. The findings are that three components of time use including total 
working hours, non-working hours and total traveling hours are most crucial correlated to the 
mobility pattern, particular in total working hours. Economic restructuring induced a number of 
workers engaged in service and sale industries, but these groups of workers relatively work 
longer and receive mere salary under economic restructuring. The longer working hours will 
deter the number of daily trips, so there is a di scrimination of mobility level on thi s group of 
workers. Moreover, income inequality was proved as a negative result in the post-industrial 
Hong Kong. This phenomenon would widen the gap of mobility between the rich and poor, as 
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the income is positively and negatively correlated to daily trips and commuting time respecti vel y 
with the significant level less than 0.05. The job housing relations and daily trips are also 
reflected that living in Hong Kong Island can have a upgraded mobility level but limited to the 
working places in Hong Kong Island or Kowloon.The decentralization of jobs and living location 
bring out the problem of spatial mismatch, and many mismatch relations were found a 













































































































































































ECONOMIC RESTRUCTURING AND MOBILITY 
5.1 Introduction 
Chapter 4 shows a significant change of mobility between 1992 and 2002. The 
description of patterns of mobility is situated in the background of econonuc 
restructuring. This chapter will first elaborate the two stages of econonuc 
restructuring and explain the decentralization process of housing by the government 
reaction to economic restructuring. This will be followed by discussion of the impact 
of economic restructuring on mobility in relation to the daily trip and commuting 
times. Changes in the patterns of mobility are seen as a result of spatial and 
qualification mismatches brought by two geographic shifts of employment, one at the 
cross boundary scale and the other at the local scale. 
5.2 Two stages of post-industrial restructuring 
In line with the new international division of labor worldwide and taking the 
advantage of China economic reforms, Hong Kong's manufacturing sectors shifted 
their production lines northward at a large scale in the late 1970s. Several pull and 
push forces can explain this shift. On the pull side, the opening and economic 
reforms in China encouraged the influx of foreign direct investment and the 
establishment of sino-foreign joint ventures by introduction of favourable taxes and 
other incentives (Sit, 1998). The push forces included labour shortages, the rising 
costs of in the areas of labour, land and environment. The northward shift of 
production resulted in a large drop of manufacturing employment in Hong Kong. The 
number of industrial employment was dwindled by one-half during 1981-1994, from 
1 million employees to 433 ,672 (Sit, 1998). 
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With out-migration of manufacturing production, Hong Kong has been 
transformed into a post-industrial metropolis and expanded the role of services in the 
economy. Taylor and Kwok (1989) developed a conceptual model for such 
transformation process. In the earlier stage of the transformation, the economy was 
dominated by export -oriented manufacturing. A wide range of technologies, from the 
highly advanced one to the simple and labor intensive one, were employed in 
production of goods for export. Thus, a service sector grew up to provide 
infrastructural support to facilitate industrial linkages and export/import trades . With 
an expansion of manufacturing sectors in mainland, service sectors, including 
financial, legal, professional, communications, transport, marketing and insurance 
services, proliferated in Hong Kong to facilitate marketing transaction and 
production linkages within and among the export producers (Oettinger and Shapiro, 
1975). 
Taylor and K wok ( 1989) further explained that when the information service 
developed into a major economic sector, the city entered into a post-industrial stage. 
The next was an "international" stage. The rapidly developing service economy was 
upgraded at an international level as well as expanded at an international scale, 
supporting the city to compete for the status of an international trading hub and an 
economy-commanding center, or so-called a global city. Hong Kong started a 
post-industrial transformation in the late 1970s. It is now on the road to become a 
global city. Up to the late 1990s, Hong Kong's service economy still focused and 
depended on export-oriented industrialization, with less direct involvement in 
Research and Development (R&D) (Sit, 1998). 
Some scholars suggested that Hong Kong was yet completed a post-industrial 
transformation. However, other scholars such as Li (2006) explained that the 
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economy restructuring is ongoing in post-1997. Sit (1998) argued that the perception 
that Hong Kong had successfully transformed into the late stage of 
post-industrialization, which was a tertiary-sector based economy, was a 
misunderstanding. It would be more appropriate to explain Hong Kong 's 
transformation with a "front shop, back factory" model. From 1980 to 1995, the 
share of tertiary sectors in Hong Kong's GDP increased from 63% to 81%, and the 
share of industry sectors dropped from 24% to 8.8o/o. However, the vital part of Hong 
Kong 's economy, so-called a back factory in mainland, was excluded from the 
official data, as the substantial contribution of Hong Kong-owned enterprises outside 
the territory was not counted in the official GDP figures , nor was the income of those 
Hong Kong people working outside Hong Kong. Therefore, Sit ( 1998) argued that 
such spatial split of industrial operation in Hong Kong may be the underlying reason 
of an misunderstanding that Hong Kong had already been a post-industrial economy. 
Hong Kong's economic boom and bust took place in the period studied. 
Unemployment rate increased from 2o/o in 1992 to 7.3% in 2002. the inflation rates in 
these two years were 9.5o/o and -3.6o/o. Real GDP (at the 2000 Price) decreased from 
6.6 to 1.9 (Li, 2006). Before 1997, Hong Kong experienced a prolonged budget 
surplus and a large increase in reserves (Li, 2006). By contrast, Hong Kong SAR 
Government experienced a fiscal deficit in 1998. The international ranking in 
competitiveness fell , due to the lack of a solid and sustainable industrial and 
technological production structure. 
At the second stage of economic restructuring, the service economy of Hong 
Kong has been transformed from low-end service based to high-end service based. 
The globalization of manufacturing activity and trade in manufactured goods 
internationally can grow in line with the development of circulation activates within 
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the production chain, markedly the whole variety of commercial, financial and 
business services. At the same time, Foreign Direct Investment (FDI) tends to 
concentrate less on labour-intensive, low-cost, low skill manufacturing and more on 
captal-, knowledge-and skill intensive industries. FDI in services tends to be focused 
in certain key sectors including financial services (banking, insurance, accounting), 
trade-related services (wholesaling, marketing, distribution), telecommunication 
servtces, business servtces (consulting, advertising, hotels, transportation, 
construction) and some consumer servtces (Dickson, 2003). By the growth of 
international trade in commercial services, the service sector is thus more diverse and 
converted from low-end services such as low-skill, low-technology, private service 
activity (including wholesale and activity) or activates within the public sector 
sectors (for example, health, education, welfare services, etc.) to face-to-face 
professional and high-end serviced based. In Hong Kong, the employment traded 
services such as accounting, legal and other business services increased sharply from 
39 .6o/o in 1991 to almost 60o/o by 1996 (CSD, 1996). 
Hong Kong has evolved the economic transformation from an entrepot~ to a 
light manufacturing centre~ to a low-end service based~ to a leading centre for 
management, logistics, finance, and high-end business services. Hong Kong is an 
active player in the global economy due to diversified roles as integrator of economic 
activity, a foreign investor, a place for overseas investment, and an inseparable 
position for Chinese economy. It also experienced different stages of economic 
downturn. Both economic restructuring and downturn affected the performance of 
job market, employment situation, income distribution, and therefore, people 's 
mobility. As shown in Chapter 4, the daily trips did not dramatically increase in the 
period studied. However, the working hours tended to be longer. Economic 
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restructuring produced income and social inequality. The econorllic bust caused by 
the Asian Financial Crisis and the 9-11 Terrorist attack in the U.S. also gave a 
pressure to Hong Kong economy and reinforced high unemployment rates. In 
addition to econorllic restructuring, econorllic busts would contribute to enlarge the 
mobility gap. The changing mobility patters revealed that not many Hong Kong 
people can really enjoy the upward mobility. Especially, those with middle low 
incomes and those sales workers had to work longer and experienced downward 
mobility. Only the richest group can enjoy more non-working hours and upward 
mobility. 
5.3 Three geographical shifts of economic activities and population 
Hong Kong economy has been affected locally, regionally and globally under 
economic restructuring. Three geographic shifts of econorllic activities and 
population were clearly found and related to the influence of mobility pattern. At a 
regional scale, Hong Kong 's manufacturing sectors shifted their production lines 
northward at a large scale in the late 1970s due to the China's reform. The shift of 
manufacturing sector caused a large drop of industrial employment in Hong Kong, so 
Hong Kong has to transform itself from manufacturing-based to service-based 
economy in order to response to the new challenge of market. Due to the structural 
change of the dominant sectors of economy, the employment sector was inevitably 
affected, and new strategy of urban planning has to be adopted to cope with the large 
demand of land for service sectors. 
At a city scale, the economic activities and population moved from downtown 
to new towns. It is no doubt that economic restructuring led to changes in the urban 
physical environment that createed new challenges and opportunities for planners to 
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further promote economic development (Taylor and Kwok, 1989). Territory-wide job 
loss was noticeable under economic restructuring, as there was a large drop of local 
industries in Tsuen Wan and New Kowloon. At the same time, the decentralization of 
jobs within Hong Kong was also observable. While traditional labor-intensive 
manufacturing was moved to mainland China, technology-intensive manufacturing 
tended to stay in Hong Kong but was decentralized to suburban areas. Sit (1998) 
found that the industries in New Territories were more modem, large in size and 
technologically advanced, or protected by institutions such as export quotas. The 
spatial restructuring means that the spatial location of local manufacturing changed 
to the peripheral parts of the city, strengthening the process of suburbanization 
(Castells, 1989~ Barras, 1987). 
Employers tended to hire part -time workers, or outsource parts of the business, 
to replace full-time ones in response to rapidly changing business environment and 
the instability of the job market. Enterprises in western countries widely took this 
strategy to adapt the business environment. Hong Kong businesses copied this 
strategy. This employment strategy enhanced the flexibility of working locations. 
This type of "atypical employment" may affect the mobility pattern of labours. This 
group of people mostly works longer and has less paid, so this would diminish their 
affordability to move and potential of generating trips. 
Scott and Storper ( 1986) suggested that spatial restructuring of the economy led 
to the redistribution of population. Generally, manufacturing and office employment 
were significantly decentralized from downtown areas to peripheral parts of the city 
Yeh (1995) found that all districts experienced negative growth rates in the 
manufacturing sector. The high rate of decline was in traditional downtowns, such as 
Sham Shui Po and Wong Tai Sin. Districts in New Territories, such as Yuen Long, 
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Tai Po and Shatin, were found declined less. All districts witnessed growth of office 
employment, but some districts outside the main urban areas, such as Tuen Mun, 
North and Tai Po, enjoyed much higher growth. Yeh (1995) also found that head 
office and other supporting activities such as subcontracting production processes 
R&D, administration, design and quality control still remained in Hong Kong. This 
generated high demand for office space and required Government to provide 
"flexibility" in the use of space in order to meet the demand. The building which 
provided space for both industrial and office uses (110 building) was introduced in 
1989. Those buildings were mainly concentrated in the main urban areas proximate 
to MTR stations and the city centre. Land use planning in Hong Kong was quite 
responsive to space demand brought by the economic restructuring by introducing 
the 1/0 buildings and mixed land-use zones. As a result, working and residential 
spaces were re-shaped. These spatial restructurings would be further exemplified by 
the new town development program that aimed to redistribute the city's population, 
During the 1980s and 1990s, the Government developed three new towns, 
including Tseung K wan 0 , Tin Shui Wai and Tung Chung, in order to decentralize 
people from overcrowded downtown areas and improve the living quality. This 
period was regarded as the last stage of New Town Development Programme which 
was frrst launched in 1973. Graphs 5.1 and 5.2 show the density of residential 
population in 1992 and 2002, respectively. Districts with arker color had higher 
densities. During the period, the residential population was obviously dispersed from 
Hong Kong Island and some districts of Kowloon to New Terriotories, especially to 
Yuen Long and Sai Kung. Graphs 5.3 and 5.4 show the density of working 
population in 1992 and 2002 respectively. Two graphs showed that jobs were 
obviously still concentrated in Central business districts like Yau Tsim Mong, Central 
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and Western and Wanchai. Some jobs were dispersed outside the CBD to Shatin, 
North, Tai Po, Yuen Long, Tsuen Wan and Islands. It is evident that Hong Kong 
experienced decentralization of workplaces and home places in response to economic 
restructuring. 
The last shift of the population of Hong Kong is the new migrants from 
mainland. The number of new migrants was doubled from 143,944 to 266,577 
between 1991 and 2001 (CSD, 2001). The drastic increase of new migrants is due to 
the rise in the daily quota for the one-way permit holders from the Mainland. 
According to the Article 24 of the Basic Law, the persons of Chinese nationality born 
outside Hong Kong of those residents who born in Hong Kong or have ordinarily 
resided in Hong Kong for a continuous period of not less than seven years before or 
after the establishment of the Hong Kong can be entitled for the right of abode in 
Hong Kong after 1997 (Basic Law, 2008). The new migrants admitted under the 
One-way Permit Scheme accounted for 93o/o of the population growth (TFPP, 2004). 
This large flow of new corners can yet provide sufficient labour force to Hong Kong, 
but their employment problem has become more and more serious, and stumbled on 
the problem of qualification mistmatch which will be discussed in the Part 5.5. 
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Fig 5.1 The density of residential population, by district, 1992 
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Fig. 5.2 The density of residential population, by district, 2002 
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Fig. 5.4 Working population in 2002 
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5.4 Impact on mobility pattern: 
Pacione (2003) have mentioned that a post-industrial city will change the social 
structure, generating new patterns of social fragmentation, segregation and 
polarization. Table 4.12 in Chapter 4 confirmed that economic restructuring had 
enlarged income inequality. While there were over 60% of respondents earning less 
than $14,999, the percentage of high income group has a grow rate between 1992 to 
2002. A popular measure of income inequality is the Gini Coefficient. The 
continuous income gap was also proved by the rising Gini coefficients. Gini 
coefficient increased from 0.476 in 1991 to 0.525 in 2001 (Census and Statistics 
Department, 2001 ). The Gini Coefficient in Hong Kong was higher than that of 
Asian average (0.42), as well as Singapore (0.405), South Korea (0.338), and Taiwan 
(0.304). Because income is significantly correlated to the mobility in terms of 
commuting time and daily trips, the income inequality must enlarge the mobility gap 
in Hong Kong. 
Income gap also existed between the genders. According to the data from the 
1991 population census, 31% of female workers engaged in the manufacturing sector, 
accounting for 41 % of the total manufacturing workers. The proportion of the female 
participation dropped continuously due the employment restructuring. Chiu and Lee 
(1997) found that the real average daily wage for the men increased to HK$288.9 
while women declined to $184.2. It can be explained by the inability of women to 
find a full time job. Some male workers can keep their full-time manufacturing jobs. 
A higher proportion of men were able to transfer to non-manufacturing sectors. 
Besides, the effect of economic restructuring on the employment structure 
cannot be neglected. According to Table 4.10 in Chapter 4, it shows the increasing 
the percentage of jobs types above Associated professional, and there is also a 
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growth rate in shop sale and service jobs. It is because service sectors become more 
diversified under globalization, the economy not only introduces low-end services 
jobs but also high-end services jobs. The increasing number of low-end services and 
high-end services jobs would inevitably polarize and ongoing enlarge the gap among 
the service sectors. Those unskilled and semi-skilled labors were forced to shift to the 
low-end service jobs under economic restructuring, since many Hong Kong 
industries were moved northward. Zhang and Zhao (2005) mentioned that those 
groups who were phased out of the manufacturing sector experienced the difficulties 
in finding jobs in service sectors. They lacked of professional knowledge and 
necessary qualification, so they were forced to take very low-paid jobs or be 
unemployed. These groups of unskilled and semi-skilled labors or so-called 
"working poor" had longer commuting time, long working hours and smaller number 
of daily trips. 
The functional changes of urban districts vary the mobility pattern in Hong 
Kong. Hong Kong has moved speedily from manufacturing sector to Asia's main 
services centre. In order to consolidate the position of international business centre 
and the support of the growth on the mainland, Hong Kong Government adopted 
several industrial and commercial land strategies to cope with the structural change 
of economy. On the industrial land strategy, the new types of manufacturing sector 
with more capital intensive and high value added activities does acquire substantial 
amount of industrial land with I/0 buildings and innovative technologies rather than 
multi-storey factories. Three industrial estates are disposed in Tai Po, substantial 
amount in Yuen Long and Tseung Kwun 0. On the other hand, the Government has 
to provide sufficient land for service sector development within the tiny space in 
Hong Kong. Therefore, the reclamined land in Central, Wanchai and Kowloon Point 
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help to response the demand of the land for international businesses and finance 
centre. Obviously, the urban districts transformed from a mixed function to more a 
specialized function, as the financial centre are concentrated in CBD while the 
industrial land was majority found in New Territories (Yeh, 1996). Despite the fact 
that New Town Development scheme was implemented, large amount of residents 
were designed in self-contained town. The reality is that most of the people living in 
new towns actually work in the urban areas, and most are while collar workers rather 
than blue-collar workers. Therefore, spatial mismatch between jobs and working 
population in the district level is took place resulting in increasing commuting time. 
5.5 Impacts of restructurings: spatial mismatch and qualification mismatch 
The Asian financial crisis happened in the same period of Hong Kong handover 
to China in the July of 1997. On the one hand, the whole East Asia countries 
including Hong Kong have been experiencing painful downward of economy. 
Between 1998 and 1999, Hong Kong was found a high unemployment rate as a result 
of prolonged and extended deflation. It led to a decrease in spending and investment 
of both businesses and individuals. Most importantly, the falling of income and 
purchasing power discouraged the further development of business in retail , catering 
and hospitality industrials, so those kinds of business were forced to frequent 
episodes of lay-offs. There was a large increase of surplus labour in that period while 
diminishing of job openings and vacancies. On the other hand, the surplus labour was 
enlarged by a growth of immigration from mainland. The flow of new arrivals 
generated economic and demographic pressures to Hong Kong. Since the job 
openings were rare in this period moment. The low-skilled new corners from 
mainland were hard to secure a suitable job and had to compete with local 
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under-employed people in the competitive labour market. Moreover, a large number 
low-skilled jobs, which were mainly provided by manufacture industry, was shifted 
to the Pearl River Delta. Thus, the mainland immigrants found their qualifications 
mismatching with the requirements of Hong Kong job market in terms of age, the 
level of education, and working experiences. 
In addition to mainland migrants, local residents of Hong Kong were affected 
by the cross boundary shift of economic activities. To copy with economic hardship 
caused by the Asian Financial Crisis, businesses needed to be economized through 
downsizing and layoffs or through freezing wages or cutting pay., Workers faced 
with the possibility of losing their jobs or had to accept pay cuts in order to keep their 
jobs. Employers tended to adopt "atypical employment", that employed causal and 
part -time workers in order to increase the flexibility of the positions and to save labor 
costs. As a result, the labors who were previously employed in the manufacturing 
sector became unemployed or were forced to take the low-paid service jobs. In Hong 
Kong, unions ' campaign recently concerned the low pay offered to casual part-time 
or temporary and urged the Government to legislate an economy-wide minimum 
wage, this was noticeable in restaurant and catering trade with low skilled service 
jobs after the recession began and intensified (Ng and Poon, 2004). 
As mentioned earlier, residential housing was decentralized to certain areas of 
New Territories by the new town development programme. These areas included Tin 
Shui Wai (Yuen Long), Tseung Kwan 0 (Sai Kung) and Tung Chung (Islands). This 
decentralization relieved the overcrowding in the urban centre, and improved the 
living conditions of low income groups by providing them with public housing. 
However, the decentralization of residential housing may induce the problem of 
job-housing spatial mismatch. It may lengthen the commuting time of those poor 
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groups. To examine the situation of spatial mismatch, it would be better to look at the 
cases of three new towns. 
Table 5.1 shows the income levels by districts. The highest income level was 
found in Hong Kong Island. Old industrial districts such as Sham Shui Po and K wun 
Tong in Kowloon were low income districts. One of the new towns developed in the 
1990s, Yuen Long, had the lowest income level among all districts in New Territories. 
Other two new towns were relatively better. 
While the income levels of new towns were slightly better than those of the old 
industrial districts in Kowloon, there certainly existed some poor groups living in 
public housing and having difficulty to access to work. Those living in public 
housing had much lower household income level than the average level of the whole 
territory. In Yuen Long districts households living in the public housing estate of Tin 
Yiu earned $13,000 and Tin Shui $12986, respectively, this translated into $3421 and 
$3485 per household member, respectively, when taking into account the size of 
households. The area disposed of public housing estate, Po Lam and King Lam, in 
Tseung Kwun 0 record $14300 and $12500 of household income, this converted into 
$3763 and $3571 per household member. The average household income of Tung 
Chung was $23680, but this income level referred to the residents living in both 
private and public housing. 
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Table 5.1 Median monthly domestic household income and median monthly income 
from main employment of working population of 18 districts 
Districts 




Yau Tsim Mong 
Kowloon City 
Sham Shui Po 
Kwun Tong 
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from main employment 





















Referring to the Table 4.6 in Chapter 4, the commuting time of Yuen Long, Sai 
Kung and Islands were over 45 minutes, compared with 39.67 minutes of Sham Shui 
Po. The income levels of above four districts are not relatively high. The shorter 
commuting time in Sham Shui Po district may be due to its better connectivity and 
accessibility. As mentioned earlier, most of the manufacturing jobs and I/0 buildings 
have been moved to Shatin, Tai Po, Tuen Mun, Kwun Tong and North (Yeh, 1995). 
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Population redistributed to suburb new town area such as Yuen Long and Sai Kung 
caused a spatial mismatch between the number of available jobs and the supply of 
labor, since job openings were limited within the district. A notable example showing 
the negative outcome of spatial mismatch by new town development was the case of 
Tin Shui Wai. Tin Shui Wai in Hong Kong was labeled as the "Town of Sadness". 
The district was well known for a lack of government resources, employment 
opportunities, public space for children and suitable space to attract economic 
activities. Since Tin Shui Wai is located at the western end of Hong Kong and is 
geographically isolated, longer commuting time and high transport costs are required 
for finding jobs in other districts. Many residents in Tin Shui Wai were forced to quit 
their jobs because they could not afford expensive travel costs. They thus preferred to 
local jobs. However, the number of jobs available in the district cannot meet the local 
demand, Many people became unemployed. Lawmakers and NGO representatives 
suggested that the Government should offer the travel subsidy scheme to local 
residents that could cover larger areas. 
Under economic restructuring, the Government planned to redistribute the 
population from the urban centre in order to make the space for financial and service 
development. The Government was quite responsive to the changing market. 
Nonetheless, the decentralization of jobs and housing induced spatial mismatch. 
According to Table 4.6 in Chapter 4, longer commuting time was found in the 
districts that were outside the CBD, such as Yuen Long, Island and Tuen Wan. , The 
working population was mostly concentrated in or nearby the CBD, indicating that 
available jobs were agglomerated in the central part of the city (Fig.5.4). The Hong 
Kong Population Census 2001 showed that 40.4o/o of working population residing in 
new towns had to travel to urban areas. 
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Most of residents living in new towns were low-educated workers that had to 
compete for unskilled jobs or elementary occupations. Most of these jobs, however, 
were located in urban areas. This spatial mismatch may hinder the potential for those 
living in remote areas to seek better jobs. The new town, Tin Shui Wai, was a remote 
area. It was planned to accommodate low-income families and new migrants from 
mainland China. The spatial mismatch worked infavor for those low-income, 
mainland immigrants and, in the context of Hong Kong, contributed to 
locally-embedded social problems such as social isolation, domestic violence, 
chronic unemployment and high incidences of crime. The mobility gap is enlarged 
by the process of decentralization. An remote area like Tin Shui Wai was hard to 
integrate into the mainstream of Hong Kong society. 
Hong Kong is not an only case. Similar problems existed in some remote and 
rural area in United Kingdom. From a point of the view of local residents, "for the 
whole community in those areas in terms of access to jobs and public services, it is 
impossible withoug ransport" (BBC News, 2008). Urban poverty and spatial 
mismatch under economic restructuring are commonly found worldwide. Spatial 
mismatch not only created a problem of longer commuting time but also hindered the 
potential to find better jobs. In Hong Kong, the poor was moved to the remote public 
housing estates by new town development programme. The relocation enlarged the 
mobility gap. 
The policy implication of the mobility gap caused by restructurings is that the 
government needs to provide transport subsidy to the poor. The subsidy at least can 
help the poor to find better jobs and minimize the income gap among the society. The 
job-housing imbalance brought by the decentralization creates mobility and social 
gaps, when housing was dispersed extensively and the jobs were still located in the 
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central city (Lau and Chiu, 2003). Levvinson (1998) mentioned that the reasons of 
traveling longer are to suburbanization of jobs rather than further suburbanization of 
houses. Comparatively, the problem of spatial imbalance between jobs and housing 
was not so severe in Hong Kong due to the compacting structure of the city and the 
efficient performance of public transport service (Lau and Chiu 2003). Nonetheless, 
different income groups were affected by the spatial mismatch problem differently. 
The rich or middle income groups would be affected less because they could afford 
high transport costs even though their working places were far from their residential 
locations. The residential location of the poor groups was fixed by the location of 
low-cost housing. Their mobility was constrained by low income. The government 
can improve the situation by two ways: to provide the poor with transport subsidy or 
to create more jobs in new towns. 
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CHAPTER SIX 
THE TREND OF MOBILITY 
6.1 Introduction 
Previous chapters have examined changes in the level and pattern of mobility as 
well as structural factors affecting those changes. The effect of a spatial mismatch on 
mobility, which refers to geographic imbalance between the availability of jobs and 
the supply of labor (in terms of both the number and qualifications), has also been 
discussed. The spatial mismatch is created by geographic shifts of economic 
activities at both a cross-boundary scale and a district scale. It is found that a major 
problem of mobility is the mobility gap between the rich and the poor. This chapter 
will summarize the trend of mobility gap. It then explores how a change in shopping 
mode affects the daily trip number and pattern. The chapter finally discusses some 
implications raised by the findings of this research. , 
6.2 The trend of mobility gap 
Hong Kong has experienced a structural transformation of the economy, from a 
manufacturing city to a financial and business service hub. Under this transformation, 
the employment structure is polarized into high-skilled professionals and managers 
in the one end and low-skilled service workers in the other, dichotomizing very high 
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and very low earners. The structural changes of employment brought the growing 
income inequality. Table 6.1 shows the trend of Gini coefficient which is used for 
presenting income inequality. The coefficients continuously grew from 1971 to 2001. 
The growth of income disparity would enlarge the mobility gap. 
Table 6.1: The trend of Gini coefficient in Hong Kong 
Gini Percentage 
Year 
Coefficient of change 
1971 0.430 
1976 0.429 -0.2 
1981 0.451 5.1 
1986 0.453 0.4 
1991 0.476 5.1 
1996 0.518 8.8 
2001 0.525 1.4 
2005 0.500 -4.8 
(Source: Census and Statistical Department, 2001) 
Chapter 4 has demonstrated that income is a crucial factor in affecting the 
mobility pattern. By the correlation analysis , income is positively correlated to 
position, transportation rank and total traveling hours and negatively correlated to 
nonworking hours and working hours. On the other hand, income is positively 
correlated to the number of trips and is negatively correlated to commuting time. As 
the level and allocation of income among socio-economic groups are the function of 
employment restructuring, the level and pattern of mobility will be affected by the 
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polarization of job market and income inequality. The growing tendency of Gini 
Coefficients shown in Table 6.1 is a reflection of the ongoing polarization of 
employment sector. Even thought the coefficient reduced in 2005, it was still higher 
than the US one (0.47), and was already high among developed countries (HKDF, 
2007). While the professionals, high skilled labour and business owners are able to 
benefit from the development of service economy, the low skilled labour need to 
compete not only with the local labours but also with their Mainland migrants in the 
job market, reinforcing a decline in their income level relatively. The continued 
out-migration of production lines from Hong Kong to the Mainland brought a 
downward trend of the income level of local low-skilled labors. With the growing 
income inequality, the poor suffered from low affordability to move. Unequal 
benefits from the development among different income groups enlarged the mobility 
gap. 
The spatial and transportation elements would affect the trend of mobility. With 
regard to the spatial factor, the housing location of the poor is mostly fixed by the 
public housing programme. Have discussed in Chapter 5, the rich and middle income 
groups were not very sensitive to longer distance from residential place to working 
place because of their affordability to move and the flexibility to choose housing. 
The Hong Kong Population Census 2001 showed that 40o/a of the working 
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population in new towns working in urban areas, since most of the service jobs are 
located in the urban areas. To better access the jobs in urban areas, the low income 
groups have to rely on public transport. Two factors have to be concerned by the low 
income groups living in new towns, these are the transport cost and the length of 
commuting time. 
The public transport modes with the high riding rates are the heavy rails systems, 
Mass Transit Railway Corporation (MTR), and buses. The primary function of the 
public light buses and taxis is to supplement the mass carriers and serve the areas that 
MTR is unable to reach (Lau and Chiu, 2003). To study the affordability to move, it 
is better to examine the transport cost of MTR. Table 6.2 showed the fares of MTR 
between 12 districts and 3 main urban centers, which are Central, Tsim Sha Tsui and 
Shatin. Obviously, people living in Kowloon paid less than people residing in other 
areas, the poor in urban slums or older industrial districts can relatively afford the 
transport cost and secure the nearby jobs with the high transport connectivity and 
urban accessibility. The costs from Hong Kong Island to Tsim Sha Tsui and Shatin 
were also acceptable. However, traveling from Tuen Mum and Yuen Long to all of 
three urban centers was the most expensive. If a resident live in a new town, such as 
Tin Shui Wai, and work in the central district, he has to pay $43.8 on daily transport, 
equivalent to $876 per month (20 working days). As shown in Table 5.1 in Chapter 5, 
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the median monthly domestic household income of Tin Shui Wai was $13000, 
approximate to less than $4000 per household member (the average size of a 
household was 3.7). It was impossible for a poor family to afford such high 
transportation cost. The situation would become worse if both couples of the family 
had to work across the district. 
Table 6. 2 One-Way Adult fare ( HK$) with using Octopus 
From/To Central Tsim Sha Tsui Shatin 
Central 7.7 12.4 
Wanchai 3.6 7.7 12.4 
Tsim Sha Tsui 7.7 7.7 
Sham Shui Po 9.5 5.4 5.4 
Kwun Tong 11.2 6.6 6.6 
Tsuen Wan 11.2 8.0 8 
Tuen Mun 21.9 16.8 16.8 
Yuen Long 21.9 16.8 16.8 
Tai Po 14.6 9.7 9.7 
Shatin 12.4 7.4 7.4 
Teung Kwan 0 18 8 8 
Tung Chung 18 13.5 13.5 
(Sources: Mass Transit Railway Corporation, 2008) 
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The length of the commuting time cannot be neglected. Table 6.3 showed the 
relationship between living and working locations as well as the situation of 
job-housing spatial mismatch across districts. A cell marked with symbol X indicates 
an increase in the commuting time. Evidently, residents living in remote area such as 
Tai Po, North and Island spent longer commuting time in 2002. Commonly speaking 
the people with spatial match (living and working in the same district) is expected to 
enjoy shorter commuting time than spatial mismatch. However, the group with both 
spatial match and mistmatch in Yuen Long even traveled longer between 1992 to 
2002. Among the urban districts such as Central, Wanchai and Yau Tsim Mong, there 
was little increase in the commuting time and a decrease in the level of spatial 
mismatch. However, this was true only for the cases of those living in the central 
urban areas and working within Hong Kong Island and Kowloon. Moreover, the 
people living in Yuen Mun, Yueng long, North and Tai Po had the longest commuting 
time highest among all districts. While traveling between Hong Kong Island and 
Kowloon takes shorter length, a clear mobility gap shows on the job-housing 
relations due to decentralization. 
In order to save costs and commuting time, the poor living in remote new towns 
may prefer to find jobs nearby their homes and confine their activities locally. 
However, the supply of jobs was far lower than the actual demand in new town areas. 
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It thus induced a large number of underemployment cases and limited the potential of 
mobility of the poor. The growth of income inequality and the huge differences of 
public transport fares across districts affected the poor's affordability to move, in 
particular to those living in new town areas. During economic restructuring, while 
the income of professional and high-skilled employees increased, less skilled labours 
earned less. The structural transformation of the economy enlarged the disparity 
between the rich and poor. This effect was more profound in the service economy 
than 1n the manufacturing economy. Furthermore, the decentralization process 
signified by new town policy intensified the problem of spatial mismatch and 




























































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































































6.3 Shopping Malls and mobility pattern 
The trip numbers of Hong Kong were low and there was a downward trend. The 
low number of daily trips was resulted from long working hours and high 
transportation cost as mentioned earlier. Another reason was the trend of one-stop 
shopping signified by an increase of shopping malls. Under economic restructuring, 
retail sales industry has shifted activity into different sub-sectors and convergence in 
business and managerial practices among establishments of different types by the 
evidence of rising popularity ofhybrid retail (Ng & Poon, 2004). These new business 
forms are home stores, superstores, and general merchandise store (GMS), this can 
attract the group with the preference for variety, convenience, and a taste of 
middle-class flair. This one-stop shopping mode took the attention by young group 
has changed the lifestyle of Hong Kong consumers, as old generations prefer to hang 
around in wet markets and fresh food stalls. 
Table 4.13 in Chapter 4 showed that the number of population with income 
higher than $20,000 increased in 2002, suggesting the growth of a middle class. As a 
free trading port and a gateway city for imports and exports between China and 
international markets, Hong Kong has long influenced by western-styled shopping 
and consumption . The growth of a middle class generated demand for elegant and 
home-branded consumer goods (Ng and Chiu, 2003). On the other hand, the lifesty le 
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shopping has been transformed from stress shop-based to shopping arcade or 
mall-based. Most of them are supplemented by large hotels and commercial or 
residential estates. The main strategy of these shopping malls is to provide customers 
with wide selections with much convenience by agglomerating a variety of stylized 
shops at an integrated point. This can satisfy consumers' wants as much as possible 
with a minimum travels. 
The shopping arcades or malls consist of major store, men's & ladies fashion, 
children's wear/toys, food and beverage, entertainment, home furnishings, 
bank/services, accessories, personal care/beauty and books and gift shops, etc. (Swire, 
2008). Therefore, consumers can satisfy all their wants on these malls, so-called 
one-stop shopping including shopping, dining and entertaining (cinema or karaoke). 
Customers do not need to travel several places to meet their demands. There are a 
number of big shopping malls distributed in many places of Hong Kong. It is 
convenient for all residents no matter where they live and work. All of them are 
accessible to public transport or connected to the exit of MTR. Shopping malls are 
also found in new town areas, such as City gate in Tung Chung and Tseung K wan 0 
Plaza in Tseung Kwan 0. The more establishments of big shopping malls in Hong 
Kong would decrease the number of trips. 
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6.4 Findings and implication 
Among studies of the pattern changes of mobility, a common finding is that 
jobs-housing relation and socio-economic factors are related to commuting behavior. 
However, the effect of economic situation on mobility is under-studied in the 
literature. This research addresses the importance of studying the relationship 
between the economic restructuring and mobility. 
The objectives of this research are to understand temporal and spatial patterns of 
mobility in Hong Kong in the context of post-industrialization and explore 
underlying factors influencing changes in the mobility patterns. After the review of 
relevant theoretical works which laid down an analytical framework of this research 
in Chapter Two and the discussion of methodology issues in Chapter Three, the first 
objective is dealt with in Chapter Four and the second one in Chapter Five. 
In Chapter Four, it has proved that spatial, socio-economic factors and time use 
allocation affect the mobility pattern in terms of daily trips and commuting time. 
Decomposing total time uses into working hours, commuting time and non-working 
hours to study the influence of time use on mobility is under-discussed in the 
literature. This research attempts to fill this gap by introducing the components of 
time allocation into the analysis of mobility level. It is found that the time usage is 
significantly correlated with the number of daily trips. 
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1 ob markets 1n Hong Kong were restructured over the past few decades. 
Economic restructuring induced a large number of workers engaged in service and 
sale industries. Workers engaged in low-end service jobs worked longer and received 
lower salary, while those involving in high-end services jobs enjoyed higher pay and 
shorter working hours. The jobs of the low-skilled labour were insecure, because 
their jobs were mainly casual and part-time by nature. There were substantial 
disparities in terms of income and working hours within the service sectors. The 
income inequality in turn created the gap of affordability to move. Longer working 
hours also shortened the length non-working hours and reduced the potential to 
generate non-working trips. This research finds that changes 1n employment 
structures enlarged the mobility gap between the rich and the poor. 
This research highlights the importance of a spatial mismatch caused by 
cross-boundary flows on the mobility changes in Hong Kong. The geographic shift 
of labor-intensive manufacturing jobs from Hong Kong to Mainland China created 
the structural transformation from a manufacturing-based economy into a 
service-based economy. Employment restructuring also changed requirements on the 
qualifications of job applicants. Contrasting with out-migration of low-skilled jobs 
from Hong Kong was a constant inflow of migrants from mainland China. A 
substantial number of those migrants came for the reason of family reunion and did 
118 
not possess skills required by Hong Kong's job market. New immigrants had to 
compete with local low-skilled people for a limited number of low-skilled jobs and 
were therefore hard to secure a suitable job. Of course, some local people also 
encountered the same problem. The workers who were former I y engaged in 
manufacturing jobs were forced to transfer to the sectors that they might not have 
suitable qualifications and had to accept the pay cuts in order to be employed. The 
employment status on the part of those workers would affect their affordability to 
move and daily mobility patterns. 
Shifts of economic activities within Hong Kong, which redefined the functional 
roles of districts, also play an important part in mobility changes. Analysis of job and 
housing distributions and the number daily trips at a district level revealed that those 
living in Hong Kong Island and working in the same district or Kowloon had a 
higher mobility level. The fact that jobs and housing were decentralized at different 
degrees created a problem of spatial mismatch. Housing was decentralized more 
extensively and more far away from the central city than the jobs. While housing was 
relocated to new town areas at a large scale, 80o/o of jobs remained in the urban 
centre. The decentralized population needed to commute a longer distance or longer 
time for their jobs which were not so decentralized. The spatial mismatch problem 
affected different income groups disproportionately. This research found that the rich 
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or middle income groups were lease affected because they were able to afford either 
high transport costs incurred In long commute or high housing costs near their 
working places.. By contrast, many poor groups were fixed in those peripheral 
locations where government-sponsored low-cost housing was located and where the 
number of jobs was usually limited. The high commuting costs incurred In 
cross-district working forced the poor either not to take the jobs that were far away 
from their living places or take jobs that were nearby their homes but were 
under-supplied, insecure, and under-paid. Consequently, many new town residents 
become unemployed or under-employed. The government can havd two options for 
easing the unemployment problem In new town areas. One IS to encourage the 
residents to find jobs in other districts by providing them with transport subsidy. 
The other one is to help for creating more employment opportunities in new towns. 
This research showed that in general Hong Kong experienced a decrease in the 
level of mobility in terms of the number of daily trips made. Nonetheless, the 
evaluation of this decreasing mobility must take many effects into account. On the 
one had, economic growth may enhance mobility by generating more trips. On the 
other, the decreasing level of mobility or the reducing number of daily trips may 
imply that less traffic would be created. Therefore, increasing mobility does not 
necessarily mean a good thing. As indicated in this research, the spatial mismatch can 
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generate more work-related trips and thus inflate the level of mobility. In the Hong 
Kong's context, planning multi-functional districts can release unemployment 
problems but would suppress the level of mobility, if the mobility level is measured 
with reference to commuting time or commuting distance. To assess a satisfactory 
level of mobility is a complex topic and is worth to examine in future studies. 
Nowadays, there are many big shopping malls or arcades located either In 
downtown areas or In suburbs. Many of newly developed shopping malls were 
juxtaposed with the newly developed housing estates by a walking distance. 
Therefore, one-stop shopping became popular and traveling distance as well as 
traveling time for shopping decreased. To some extent, this shopping mode decreased 
the mobility level by reducing the number of daily trips. 
6.5 Recommendations for further studies 
Measurement and assessment of the level of mobility involve a number of 
complex issues and factors. Understandably, this research cannot cover all of them. 
To measure the level of mobility, this research focuses on the differences of 
commuting time and daily trips among different socio-economic groups. A more 
comprehensive measurement should also consider the factor of commuting distance 
and examine the interrelationship between commuting time and commuting distance. 
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The level and pattern of mobility in Hong Kong will be continuously affected 
by ongoing post-industrialization restructuring. A longitudinal study should be useful 
to examine how changing spatial, socio-economic factors are interacted with mobility. 
A more meaningful trend of mobility can be derived by comparing two data sets used 
in this study with the coming Travel Characteristics Survey in 2012. 
An other important issue is to investigate in more details how the development 
and distribution of shopping malls affect people's daily trips. This can help to further 
understand how the new style of shopping behavior influences the commuting 
behavior. Moreover, an attention should be paid to the relation between the location 
of shopping malls and the locations of jobs and housing. This relation would affect 
the pattern of daily trips. 
The datasets used in this research only covered weekday trips. Weekend trips 
are excluded. As non-working trips are an important component of people 's mobility 
and the majority of non-working trips is made in weekends, a more comprehensive 
study of mobility should employ the data from surveys that can include weekend 
trips to allow explore the mobility effects of non-work related factors like 
recreation/leisure and housework. 
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